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POPULAR TRANSPORTATION ARTICLES 

A recent article in the Saturday Evening Post on 
the subject, “What Really Ails the Railroads,” illustrates 
a peculiar characteristic of both the public and the 
editors of popular magazines. Will Payne is a writer 
on general subjects and a regular contributor to the 
Post. Frequently he writes fiction 
fiction, too. 





and mighty good 
But he is not an authority on any particu- 
lar subject that we know of—certainly not on the rail- 
roads. His opinion is no better than that of any other 
wide general knowledge with no special inior- 
mation or experience as to the subject under discussion. 
His point of view is just about that of the citizen who 
whittles in front of the country store and spits at a 
crack in the sidewalk. Yet the Post presents an article 
on railroads by him that is supposed to contain valu- 
able information for the reading public. 


That part of the public that knows nothing either 
of Payne or the railroads might be excused for swallow- 
ing what he says as if it partook of the nature of the 
Gospel. The very fact that the Post pays for the ar- 
ticle and prints it warrants the impression that the 
author knows what he is talking about. Therein lies 
the peculiar characteristic, and also the error, of the 
editor of the popular magazine. He buys articles and 
prints them because they are interestingly written and 
because the names of the authors are well known to his 


public, rather than because the views expressed are at 
all authoritative. 


man of 


But even those of the public who know something 
of the subject of transportation take these articles seri- 
ously. That is the peculiar characteristic of the read- 
ing public. If something is printed—no matter m what 
or by whom written—it becomes worthy of considera- 
tion. Our mail has contained several letters from well- 
informed traffic men referring seriously to the Post ar- 
ticle in question and taking issue with it. Why should 
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anyone worry about what Will Payne or Bill Jones says 
in The Saturday Evening Post or the Podunk Bladder, 
except as he may deplore the effect such things may 
have in molding public sentiment? 
magazines—if they 
lish the views of 
whose ideas along 


As for the popular 
seek to educate, they should pub- 
persons with real information and 
technical or special lines are worth 
while; if they do not seek to educate they should cease 
pretending to do so. 





POLITICAL RATE-MAKING 

We are printing elsewhere a letter written by a rep- 
resentative of Florida vegetable growers to Senator 
Fletcher, of that state, asking his aid in getting freight 
rates reduced. As to the question of whether the rates 
on this commodity are too high, we express no opinion. 
In so far as the letter to Senator Fletcher is an appeal 
to him to use his efforts toward having the rate-making 
section of the transportation act repealed, it is perfectly 
proper—though the question of whether rates ought to 
be fixed so as to produce a net revenue of six per cent 
is purely academic now, since the railroads are not earn- 
ing anywhere near that much. But in so far as it sug- 
gests or requests that a United States Senator use his 
influence to get rates on a specific commodity reduced, 
we condemn it, together with the many other efforts 
that have been and are being made to use political pres- 
sure to get rates adjusted. Such efforts result in maud- 
lin speeches by national legislators about the evils of 
high freight rates generally and cause a mistaken public 
impression of the situation. Moreover, the place to go 
to get specific rates changed is to the Interstate Com- 
merce Commission, if overtures to the carriers fail. 
Shippers may come to regret the precedent they are 
now setting in using political influence to get what they 
want. We wonder how many of those who are now 
asking their senators and congressmen to get their 
rates down would not rise up in holy horror if a “pro 
railroad” senator or representative ventured to address 
the Commission or use any other method not regarded 
as strictly regular in the interest of advancing rates, 
either generally or on some specific commodity. 


HENRY FORD’S BARGAIN SALE 
There is small danger that any considerable num- 
ber of the kind of men who read this magazine will be 
misled by the freight rate reductions being made by 
Henry Ford, automobile manufacturer by vocation and 
railroad magnate by avocation, on his Detroit, ‘Toledo 
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GULF, MOBILE & NORTHERN 


Gulf, Mobile 
& Northern R. R. 


DAILY Thru Merchandise Package Cars from 
CHICAGO and ST. LOUIS, and WEEKLY Thru 
Refrigerator Package Cars from CHICAGO to 
UNION, MERIDIAN, LAUREL, MISS., and 
MOBILE, ALA., via 


I.C. R. R.—Jackson, Tenn.—G. M. & N. R.R. 


Daily Thru Package Cars 
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ARRIVE LEAVE 
Chicago St. Louis 


10:00 p.m. 

Union . . ./| 11:36 a.m. 3rd day | 11:36 a.m. 2nd day 
Meridian . .| 3:05 p.m. 3rd day | 3:05 p.m. 2nd day 
Laurel . . .| 4:20 p.m. 3rd day | 4:20 p.m. 2nd day 
Mobile . . .| 4:10 a.m. 4th day | 4:10 a.m. 3rd day 














Weekly Thru Refrigerator Package Cars 


Leave CHICAGO every Thursday night for LAUREL and 
MOBILE, and every Friday night for MERIDIAN, moving 
on same schedules as Daily Package Cars, and offering unex- 
celled service for the handling of Butter, Cheese. Eggs, Fresh 
Meats, and other perishables from North and West to desti- 
nation points named and to Mobile for Export. Sed 


Route: “I.C.-G. M. & N. Package Cars” 
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San Diego & Arizona Railway 


_ THE SAN DIEGO SHORT LINE 
Offers a New Direct Route Between San Diego and Eastern Cities 


This new line in connection with Southern Pacific and its Eastern connections forms the 
shortest transcontinental line to any California port. GIVE IT A TRIAL. 
From CHICAGO: Through package cars in connection with Rock Island, El Paso & Southwestern, Southern 
Pacific, care S. D. & A., El Centro. 
From NEW ORLEANS, KANSAS CITY, ST. LOUIS: Excellent service, without delay, to San Diego. 
From NEW YORK: Sou. Pac. S. S. Line (Morgan Line), care S. D. & A., El Centro. 
From other points: Direct line to Southern Pacific, care S. D. & A., El Centro. 


For information as to rates, routes, service, etc., ask any railway agent, or address: 
PONTIUS, General Manager 


FB DORSEY, Ativtant Trathe Manager. SAN DIEGO & ARIZONA RAILWAY, San Diego, Calif. 
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and Ironton Railroad—though even some of them may 
be thoughtless enough or disingenuous enough to try 
to bolster up their arguments for a general reduction 
in freight rates by calling attention to what Ford is do- 
ing. But his action is causing incalculable harm to 
public sentiment, as expressed by the newspapers, who 
see nothing in the situation except that one railroad is 
reducing rates and who argue that if one railroad can 
do that profitably all railroads could do it, and the 
ignorant readers of those newspapers—that is, ignorant 
of this subject. To one who has any knowledge of the 
matter it would be ridiculous if it were not so serious 
to read in the newspapers how this novice in the rail- 
road business is showing the old hands how it ought 
to be conducted. 

The real explanation of Ford’s ability to reduce 
freight rates is the large volume of traffic he controls, 
through his industries. Back in 1915 and 1916 the D. T. 
and I. was, perhaps, fortunate to have more than one 
freight train each way every day. Ford has succeeded 
in increasing this business by possibly a thousand per 
cent. He not only handles every pound of his own 
freight over his own railroad but gets for it a consider- 
able portion of other freight by demanding it from the 
connections whom he favors with the haul on the ton- 
nage originated by him. Several roads that we could 
mention are getting a big slice of Ford’s tonnage in 
trainload lots. As a matter of reciprocity, these favored 
carriers give the D. T. and I. all their unrouted freight 
that it can handle. Their gain and Ford’s gain is some- 
one else’s loss. Certain other lines serving Detroit that 
once had a substantial share of the Ford tonnage are 
not now receiving any of it; besides this, a large portion 
of unrouted freight that they formerly received for De- 
troit has been denied them by their connections. 

All there is to Henry Ford’s railroad success is that, 
as a shipper in the railroad business, he is able to con- 
trol his own and other traffic to such an extent that his 
line profits at the expense of other lines. Speaking in 
a business sense, this railroad venture is_ perfectly 
legitimate. But it must be understood that he is help- 
ing only himself and that when he uses or permits to 
be used his success in this particular instance as an 
illustration of the possibility of the railroads reducing 
rates generally, he is simply doing what he has done be- 
fore—showing that he has no comprehension of national 
affairs or movements. He may not be made to look as 
foolish by this railroad venture as he was by his Peace 
Ship enterprise, for instance, because he will doubtless 
make some money out of it—and we never laugh at 
people who make money—but as a solution of an eco- 


nomic problem it means no more than some of his other 
antics. 


WHEN THE LAW HAS LONG EARS 

Under the law, as declared by the Supreme Court 
in what is known as the Dakota lignite case, a railroad 
cannot be required to carry a commodity at less than 
cost and a reasonable return. The same principle was 
enunciated in the West Virginia passenger fare case. 
However, in the Green Bay and Western abandonment 
case, decided this week by the Commission, that rail- 


THE TRAFFIC WORLD 203 


road can be required to operate a branch line notwith- 
standing that, so far as the record shows, it is not mak- 
ing money on that branch, because it is making money 
from its railroad as a whole. In the lignite case the 
theory that because the operations of the railroad con- 
cerned, with regard to all traffic, was satisfactory and 
that, therefore, it should carry lignite for less than cost 
and a reasonable return, was specifically condemned. 
Some of the cases on which the Commission founded 
its decision in the Green Bay and Western case went 
to the Supreme Court of the United States. Therefore, 
if the Commission properly applied the principles in the 
cases on which it relied, the law seems to say that a 
railroad can be compelled to continue the operation of 
an unprofitable branch line but it may not be required 
to haul a particular commodity or line of commodities 
for less than cost and a reasonable profit. The man 
whose money is invested in railroads, apparently, is re- 
quired to make a distinction between the pains caused 
by hurts to his pocket nerve. If the hurt is caused by 
the operation of an unprofitable branch line, that is his 
contribution to the general good. If it is caused by an 
unprofitable rate, it is one he is not compelled to bear 
because the court will relieve him from any obligation 
to observe the policy of the state which required the 
carriage of lignite at rates less than cost, plus a reason- 
able profit. A celebrated writer made one of his char- 
acters observe that the law is an ass. 


DECISION DIGESTS SUSPENDED 
The digests of loss and damage decisions, miscel- 
laneous decisions and shipping decisions, published reg- 
ularly in The Traffic World, will be discontinued. for 
two weeks for the reason that the company from which 
they are obtained has closed its plant for that time. 


FLORIDA VEGETABLE RATES 


I. T. Williams, general manager of the Manatee County Grow- 
ers’ Association, Bradentown, Florida, has written a letter to 
Senator Fletcher of Florida, making a protest against the trans- 
portation rates on vegetables from his state. Preparations, he 
says, are being made to proceed with a formal complaint before 
the Commission. The letter to Senator Fletcher is as follows: 

“As an association representing over 200 growers of vege- 
tables, we appeal for relief from the intolerable railway rates 
that will surely bring on business stagnation to this part of Flor- 
ida and paralyze our business if help does not come quickly. 
Never has a more alarming situation confronted this section and 
we wish to lay stress on the urgency of quick action. High rates 
are having a tremendous effect on the financial status of our 
growers. Those who are not deserting the industry are curtail- 
ing acreage. 

“This is the first time we have complained and would not 
do so now if it were not for the fact that the situation was so 
alarming. We have tried to be very patient in hopes that the 
Interstate Commerce Commission would see fit to grant some 
relief and that the Cummins investigation would reveal such 
facts as would prove that the farmer is hit harder than anybody 
else and is the nation’s greatest freight payer. 

“However, there does not seem to be any relief in sight, 
since the Association of Railway Executives handed down their 
decision on June 22 to the effect that there would be no volun- 
tary action on the part of the carriers with regard to rate reduc- 
tion on fruits and vegetables. One of the factors of greatest 
weight in causing the traffic men to reach the conclusion that a 
general reduction was not warranted, were the reports gathered 
by the Department of Agriculture, compiled by it and published 
in Secretary Wallace’s Market Reporter. From that the railroad 
men took figures showing increased loadings for fruits and vege- 
tables, and the receipts of fairly remunerative prices by the grow- 
ers. In no case was it shown, according to the statement of the 
carriers, that any section of the country was suffering from un- 
duly burdensome rates or from in adequate facilities or services. 
The railroad men evidently overlooked testimony submitted be- 
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fore the Cummins investigation showing that for the months 
from October, 1920, to March, 1921, inclusive, there were only 
9,020 cars of Florida vegetables shipped as compared with 9,954 
cars during same period of previous season, a reduction of 10 
per cent. 

“We contend that neither the railway executives nor the 
Interstate Commerce Commission had ‘statistics which really in- 
dicated the true status of the vegetable industry in Florida. It 
appears they arrived at their decision by using reports compiled 
by the Bureau of Markets, U. S. Department of Agriculture, in 
computing what they presumed the producer obtained for his 
products. This we can prove was not an equitable basis on 
which to judge whether or not a reduction in rates was justified. 
While the Bureau of Markets attempts to publish a reliable mar- 
ket report, nevertheless it is generally admitted by persons actu- 
ally buying and selling vegetables that government market re- 
ports are more or less inclined to show the maximum prices ob- 
tained at a given center, than average level of prices which pre- 
vail throughout entire production area. 

“For reasons above stated we are submitting hereto attached 
statements covering all vegetables this association marketed dur- 
ing months of February and March, 1921, when out movement 
was heaviest. You will note from recapitulation shown below 
that freight charges far exceed net proceeds and that it cannot be 
said the growers received anything like remunerative prices 
when actual sales are taken into consideration: 





Transportation Net 
1921 Charges Proceeds 
NEY is rarurg beacon earmW ncn eet Maula ela awa scored $ 55,952.39 $39,445.15 
I ich co Gg ana b av ale Seas ore 6 n oe Rime 64,625.82 43,808.31 
EI ee FTN EEE Me ee ee $120,578.21 $83,253.46 
Freight charges established on 66 cars at $425 
sea FF. ©. B.. GRIDINS PGE. c ccccccceccccs 28,050.00 


$83,253.46 





$148,628.21 


“The foregoing figures represent the net proceeds on 122,372 
packages of vegetables, of which approximately 96 per cent were 
crates of celery. Net proceeds represent the amount paid pro- 
ducer after deducting selling charges, destination drayage, har- 
vesting and loading, crate cost and freight charges from gross 
sales. Efficient growers of long experience can produce figures to 
show that it costs 85c per package to grow these vegetables. It 
will, therefore, be seen that net proceeds did not near cover cost 
of production and that growers sustained a loss of $20,762.74. 
The above figures are compiled in such a manner as to show the 
transportation charges we actually paid out on vegetables sold 
for our account, and what was a fair approximate transportation 
charge on 66 cars sold f. o. b. point of shipment. The freight 
charges we actually paid exceeds net proceeds by 45 per cent. By 
adding transportation charges that accrued on the 66 cars sold 
f. o. b. it reveals that transportation services cost 178 per cent 
of net proceeds, or, in other words, it cost $148,628.21 to get 
$83,253.46 worth of vegetables to market. This, we believe you 
will agree, is a deplorable condition and that freight rates are 
now higher than the traffic will bear. 


“Please allow us to reveal some more startling facts which 
will be evidenced by statement below, and are actual figures 
taken from our records: 


Freight and Net 
Season Packages Gross Sales Marketing Proceeds 
| ee 257,570 $718,862.11 $299,687.48 $419,174.65 
1919-20......... 184,778 631,169.29 189,255.62 441,913.67 


Increase.... 72,792 
Decrease... 





$ 87,692.82 





$110,431.86 





§°33°735.01 

“You will note that the number of packages marketed by 
this association increased 40 per cent, while gross sales increased 
only 14 per cent. It will also be noted that freight and market- 
ing cost increased 58 per cent. Marketing cost during the past 
two seasons has remained at 10 per cent of gross sales, therefore 
that item reflects into latter increase to the extent of only 
$8,769.29, the balance being all due to increased transportation 
costs. The most striking feature of above statement is the fact 
that regardless of 40 per cent increase in tonnage, our net pro- 
ceeds decreased 5 per cent under proceeds of last season. In 
other words, our growers received $22,739.04 less on 257,570 pack- 
ages of vegetables marketed this past season than was obtained 
on 184,778 packages during the season 1919-20. In a good many 
instances the financial necessities of our growers required them 
to obtain money regardless of the costs of production, and not 
the prevalence of satisfactory prices. It cannot be said that this 
decrease was due io inefficient marketing or the lack of proper 
distribution, as our products have been distributed among all of 
the large northern and eastern markets and distribution watched 
carefully to prevent getting into overstocked markets. We.have 
obtained for our products all that the markets would pay and 
in many instances have received more than the average, due to 
superior grade and pack. 

“We earnestly adocate the repeal of section 15A of the inter- 
state commerce act. It seems that the new section guarantees a 
profit on the second form of commerce and overlooked the basic 
factor, that is, the producer, who is the originator of all values. 
If the producers were guaranteed 5% per cent on their invest- 
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ment it would appear that during the ordinary course of things 
the carriers in turn would get sufficient tonnage to exceed the 
amount stipulated in the act and there would be no need of leg- 
islature to assure a fair return to the carriers on their physical 
value. 

“We implore of you as a representative of the state of Florida 
to present these papers to the Interstate Commerce Commission 
with such comment as you may see fit to make. We believe with 
your assistance these documents will reveal to the Commission 
the desperate situation of our industry. We beseech of you to 
use your good offices in presenting this matter before the Senate 
and House of Representatives in such a manner that they will 
repeal section 15A of the interstate commerce act and thereby 
allow the Interstate Commerce Commission to create such rates 
as will establish free movement of commerce and assure a con- 
tinuance of the vegetable industry in the state of Florida. 

“Please let us hear from you at your earliest convenience as 
to whether or not we can offer our members any encouragement 
in the way of relief from the exorbitant transportation charges 
they are now obliged to pay. 


SHIPMENTS OF CITRUS FRUIT 


“More citrus fruit, with the exception of lemons, have been 
shipped from California and Florida so far this season, despite 
the increase in freight rates, than during the corresponding 
period last season, according to official reports received by the 
Department of Agriculture,’ says the Association of Railway 
Executives. 

“A summary of these reports showing car-lot shipments 
follows: 

ORANGES. 


Season to June 1, 
State. 








1920. 1921, 

IN or 5555S.) Hatin Symaoray dos aor wlatavace ate eM adnare <a tOe 25,608 29,950 
PPI aio, o! ctsi ns orarpate win Varese wks asin oieinn ea sine oes pies 15,092 18,782 
RE A ee ee ne Me ae 40,700 18,732 

GRAPEERUIT. 
SII!) 1 £42: Oe arco nthe alana «aie tar tereiacaoale ax toad aummleia ae oe 316 243 
UN volta ar on ig le iinet cra wteicaatei crc apes toll ay ab eer ikaio ena erbeita 8,945 10,247 
PI Stace Ske: Pte wea Wier cc wince Searels ola aso tree eee 9,261 10,490 
LEMONS. 
I ho eee oisis wore bt wie eicien neradeaee ees 6,680 5,516 


“In May, this year, the total shipment of oranges, grape- 
fruit and lemons for both states was 8,509 carloads, as against 
8,082 in May last year, an increase of 427 carloads.” 


SHIPMENTS OF GEORGIA FRUIT 


“Shipments of peaches and watermelons from Georgia for 
the 1921 season have surpassed all previous records, according 
to information compiled by the Southern Railway,” the Associa- 
tion of Railway Executives says in a statement. 

“Including shipments of July 22, the Fruit Growers’ Express, 
which furnishes the refrigerator cars in which all the Georgia 
peaches are moved, reports that 10,264 cars of peaches had been 
shipped from Georgia and 300 additional cars are expected. The 
total movement for 1920, as reported by the Bureau of Markets 
and Crop Estimates of the U. S. Department of Agriculture, was 
5,663 cars. 

“Including shipments of July 16, the Bureau of Markets and 
Crop Estimates reports that 10,110 cars of watermelons had 
been shipped from Georgia, as compared with 5,258 for the same 
period last year and 11,103 for the total 1920 movement. 

“Prices received for both peaches and watermelons have 
yielded the growers good returns. It is estimated that $1.50 
for crate, or $700 per car of 476 crates, is a fair average of what 
growers have received for peaches, f. 0. b. shipping point. For 
10,500 cars this would bring the Georgia growers $7,350,000. 

“For watermelons, $200 per car, f. o. b. shipping point, is 
considered a conservative average price. Prices paid at Macon 
on July 21 were reported by the Bureau of Markets as follows: 
26-pound average $165-$185, 28-pound average $225-$260, 30-pound 
average $275-$300, 32-34-pound average $325-$350. At $200 per 
car, a crop of only 12,000 cars would bring the Georgia growers 
$2,400,000. 

“The results of the season have shown that the freight rate 
is only one of the factors entering into the successful marketing 
of a perishable crop and that where intelligent methods of 
distribution and selling are employed the grower can get 4 
satisfactory return at prices which the consumer is willing to 
pay, under the freight rates which now prevail.” 








CHARLES CITY WESTERN NOTES 


The Charles City Western Railway Company has asked the 
Commission for authority to issue, pledge and sell $384,000 of 
first mortgage gold notes in an application asking the Commls- 
sion to reconsider its recent report, in which it authorized the 
company to issue $373,600 of notes. The Commission held that 
the carrier could not, under the Iowa law, incur indebtedness 
in excess of $373,600. The carrier says the Commission has 
in error as to the application of the Iowa law. 
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Current Topics 
in Washington 


How the Railroads Are Looting the Treasury.—It will be 
interesting, if not instructive, to watch the reaction throughout 
the country to the charge made by various loose-tongued orators 
that the administration is proposing to allow the railroads to 
loot the treasury by funding the capital expenditures made 
during government control, instead of demanding the impos- 
sible—the payment by the railroads of the debts incurred by 
the government in their name but without their initiation and 
practically without their consent. For months the advocates of 
government ownership have been charging a conspiracy to loot 
the treasury, just as if the proposal were to hand over to the 
railroads money now in the treasury. Perhaps they do not 
know the facts, but many of them seem so dishonest that truth 
or accuracy would seem impossible to expect from them. In 
its simplest terms, the proposal is that the government shali 
not try now to collect from the railroads the amount of money 
it spent in extending and “improving” the property of the rail- 
road companies while it held the transportation machine of the 
country, but that it shall take the promises of the railroads to 
pay the money at some future day, ten, fifteen, or twenty years 
hence. The railroads did not tell the government to extend 
their tracks and buy more cars for them. It spent the money 
because it needed additional cars and tracks for carrying on 
the war. Legally the railroads owe the money. Morally, many 
people would say that was one of the costs of war that should 
be borne by the whole people. The only reason the railroads 
owe the money legally is because the government had their 
property and they had to agree to pay for the extensions and 
improvements the government might make. Stated in the 
terms that a schoolboy who has been reading about the tyranny 
of kings could understand, the operation was this: The king 
took the railroads for war purposes. After he took them and 
their money, he drew up a contract for the railroads to sign. 
In that contract he compelled them to agree to pay for the 
additions and betterments he might choose to make. The rail- 
roads, in theory, had the right to refuse the contract. In 
fact, they had to sign that contract or go without any pay- 
ment of rent until the courts had decided how much the king 
ought to pay—so most of them signed. At the time, the rent 
to be paid by the king seemed very liberal. In the light of 
the things the king did to the railroads, it was a Shylock con- 
tract. Because the king did not like the counterclaims the 
railroads put in, chief of which were the claims for under- 
maintenance because the labor employed on the railroads was 
not as efficient as that which was sent to army camps to fight, 
the king would not settle. Now the railroads have agreed to 
waive that class of claims if the king will pay them the unpaid 
rent and other kinds of claims and take their notes to pay 
the amounts asserted by the king to be due him because he 
“improved” the property. While the king had the property 
he increased the payrolls from $1,700,000,000 a year to $3,700,- 
000,000 and then turned it back to its owners, with orders to 
continue paying the hugely increased payrolls. Therefore, they 
have no money. They must make huge sacrifices. The rail- 
roads did not throw their money at the birds. The king did 
that for them. Of course, he came near ruining himself, too, 
so he is suffering also. But, as for looting, that, it is submitted 
by those who think they honestly look facts in the face, is 
being done by those who insist that the railroads continue to 


bear the burdens put on them by a king while conducting a 
foreign war. 





Careful Preparation of Cases Now Required.—No time in 
the history of the Commission, it may be suggested to those 
who think it timely to ask for reductions in rates, has ever 
called more insistently than now for full preparation of the 
cases they are thinking of making. Compilations of rates and 
tonnage, it seems, are more necessary now than when times 
were more nearly normal. The shipper, either individual or 
Class, who comes to the Commission with general averments 
but no recent statistics to back them up will probably be wasting 
the time of himself and the Commission. Big shippers, as a 
Tule, seem to know that fact. There are some shippers, how- 
ever, who seem to think that a persistent claim that they are 
being ruined will bring about a readjustment. Others seem to 
think, inasmuch as the statistics and the tariffs are on the files 
of the Commission, that that body can take judicial notice of 
them and dig into them to show that the claim is well founded. 
Going to a drug store and demanding of the clerks there that 
they produce the medicine to cure a generally described ail- 
ment would be no more ludicrous. The clerks know that the 
Proper medicine is in their keeping, but they cannot know that 
What the sick man says ails him is the thing that is really 
troubling him. They have no compilations of data to prove 
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that the ailment claimed is the one that is causing the demand. 
They want a compilation of data, evidenced, usually, in the form 
of a doctor’s prescription, before passing out the drugs in their 
keeping. Sometimes drug clerks are able to judge that the de- 
mand for relief is well founded and hand out the medicine. 
Sometimes the Commission is able, without any compilation of 
data, to know that such and such an order will cure the trouble. 
However, such instances are rare. 


Supreme Court Cannot Appoint a Clerk.—The puissant 
Supreme Court of the United States is unable to fill a vacancy 
in the office of its clerk, which has existed since the death of 
James H. Maher, one of the millions of untitled American 
princes. The death of Maher occurred after the court had ad- 
journed until October 3. The statute requires the court to select 
its clerk. But the court will not meet again until October 3. 
There is no method by which it can be called together before 
that time. Chief Justice Taft has not the power. He has, how- 
ever, dared trifle with the statute to the extent of naming Chief 
Clerk Stansbury acting clerk, by courtesy, until the court meets. 
The vacancy and the impossibility of filling it serve to call at- 
tention to the fact that the constitution-makers and the law- 
makers since their time left many contingencies uncovered. 
Until a few years ago there was no presidential succession to 
assure the country, in the event of the death of the president 
and the vice-president, that the party it had voted into power 
would continue for the four years of the term. The succession 
line was president, vice-president, and speaker of the House. 
A few years ago Congress, in effect, made the president, the vice- 
president and the members of the cabinet a royal family. Now, 
if the president and vice-president were to die, practically at 
the same time, the party that had been voted into power would 
be continued in control of the executive branch, through the 
accession of the secretary of state and in the event of his death, 
then the next highest cabinet officer and so on down to the 


end of the line, cabinet officers ranking in the order of the 
creation of their offices. 





War Taxes Still Necessary—Secretary Mellon’s recommenda- 
tion that the lean treasury of the government be made fatter 
by the imposition of a federal wheelage tax of $10 on each auto- 
mobile, the reimposition of the old two cent tax on each bank 
check, and a return to three cents postage, it is believed, means 
the indefinite continuance of the three per cent tax on freight 
bills and the eight per cent tax on passenger fares. It is also 
taken to mean that Congress was too quick on the trigger when 
it reduced: postage to the old two cent rate, and too optimistic 
when it declined, in the days of actual fighting on the west 
front, to impose a tax on bank checks. Of course, there is 
always a suspicion of party politics in everything Congress does 
or fails to do. When this country went into the war, Congress 
had before it the example of what was done in the Spanish- 
American War. The Congress that prepared for that war tax2d 
bank checks. It was not a popular tax, but it was a distinctly 
Republican scheme for raising money. It was avoided by a 
Democratic congress. Now a Republican secretary of the treas- 
ury proposes that it shall be imposed although, before it can 
be made operative, the formal state of peace and amity with 
Germany will have been restored. Nearly all those who had 
any comprehension of what really happened when this country 
went into the European War and the cost-plus system of mak- 
ing war expenditures was put into effect, knew that repeal of 
war measures in 1919 was not warranted by the facts. But the 
party that was in power in the White House wanted the people 
to believe that the country would be able to get along without 
continuing war measures. The party that wanted to get into 
power was willing to have the unthinking believe that it was 
removing war burdens, so both parties shouted amen when the 
proposal was made. Now Secretary Mellon is constrained to 
remark that the celebration was premature and that there were 
some unpaid bills for the fiddling Mars had done for the country. 


Now Benson Is Presented as Pro-British.—Admiral Benson, 
it is suspected, will wonder what he really is, after he has 
finished reading Senator LaF ollette’s speech accusing him, in 
effect, of having discharged his duties as chairman of the Ship- 
ping Board as if he were more interested in the promotion of 
the British than the American merchant fleet. The admiral, 
some of whose friends question whether he was the ideal man 
for chairman of the Shipping Board, is the man who told Ad- 
miral Sims, just before the United States went into the world 
war, not to allow the British naval officers to pull the wool over 
his eyes, because we would just as soon fight the British as the 
Germans. Therefore, he has the distinction of having been set 
down, by men who probably would be classed by the Binet scale 
as being of hardly average brain power, as pro-German. Now 
LaFollette intimates he was pro-British, or so nearly asleep all 
the time that the British were able to use him as one of their 
agents in the competition between American and British ship- 
ping for the carrying business of the high seas. A. To. 3. 
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WISCONSIN ABANDONMENT REFUSED 


The Trafic World Washington Bureau 


The Commission, in a report on finance docket No. 1264, has 
refused a certificate of public convenience and necessity permit- 
ting the Green Bay & Western io abandon its branch line be- 
tween Onalaska and LaCrosse, Wis., a distance of 6.38 miles. 
The Commission held that the proposed abandonment had not 
been justified, because while it might be made to appear that 
the operation of that branch line was not profitable, the opera- 
tion of the whole system of which it is a part was shown to be 
profitable, because, in 1919, a dividend of 5 per cent on the com- 
mon stock was paid from the net income. Another fact that 
caused the Commission to refuse the certificate was that, in 1920, 
the company had a net income of $231,612 and the average net 
income for the last seven years was in excess of that amount. 

In its application the Green Bay & Western also asked per- 
mission to abandon the operation of its trains under trackage 
rights over the Chicago & Northwestern, between Onalaska and 
Marshland, a distance of 21.59 miles. The Commission refused 
to pass on that part of the application, calling attention to the 
fact that it had held that the cessation of operation of the ordi- 
nary trackage rights is not prohibited by paragraph 18 of the 
first section. The Commission held that with respect to the 6.38 
miles of the line between Onalaska and LaCrosse, the applicants 
should not be permitted to abandon operation. That track and 


the C. & N. W. track held under trackage right, constitute the 
LaCrosse branch. 


“It is quite possible, however, that arrangements can be per- 
fected whereby the public may be afforded substantially the same 
service as heretofore and at the same time relieve the applicant 
of the burden of the operation of the branch,” said the Commis- 
sion. “If the applicant can bring such an arrangement about, it 
may file, for our approval, a schedule of joint rates applicable 
between LaCrosse and points on its main line on traffic moving 
over such line and the LaCrosse-Winona line of the Northwest- 
ern, such rates to be no higher than the corresponding single 
line rates now in effect. At the same time the applicant should 
present satisfactory proof of some arrangement between it and 
one of the trunk line carriers whereby one of the latter will be 
able to give service to those parties now served by applicant’s 
industry tracks, including the normal school and the city of La- 
Crosse. Upon a showing that the applicant has perfected such 
an alternative plan, we will entertain a petition for the reopen- 
ing of this proceeding for further consideration.” 


The applicant’s branch at Marshland on the east side of the 
Mississippi River connects with the C. & N. W. One mixed train 
a day each way is operated by the applicant over the Northwest- 
ern between Marshland and Onalaska under trackage rights. 
Between Onalaska and LaCrosse, that train is carried over the 
applicant’s own rails. The Green Bay & Western pays $7,000 a 
year for the privilege of operating a train over the tracks of the 
Northwestern. The trackage agreement is terminable by either 
party by 30 days’ notice. The Green Bay & Western is afraid 
the C. & N. W. may cancel the contract or increase the rent. 


Under the Commission’s decision the Green Bay & Western 
may terminate the trackage arrangement between Marshland 


and Onalaska, but it may not abandon its own rails between 
Onalaska and LaCrosse. 


The protestants, the Railroad Commission of Wisconsin and 
the city of LaCrosse, pointed out that the abandonment of serv- 
ice by the Green Bay & Western to and from LaCrosse would 
compel them to ship to points on the applicant’s main line over 
the Northwestern or the Burlington via the connection at Marsh- 
land or East Winona and that would subject them to the pay- 
ment of rates based on the Wisconsin distance tariff or full com- 
binations of locals. They contended that they would be unable 
to pass the freight charges on to their customers and therefore 
they would be driven out of the territory by the competition of 
Winona. They have had the benefit of the branch line for about 
45 years. LaCrosse made a considerable donation to the Green 
Bay & Western in the aid of its construction, in order to secure 
its competition with the only trunk line then in operation from 
LaCrosse north. The branch line serves the pumping station 
of the LaCrosse water works, the heating plant of the state 
normal school and the local gas and electric company. There 
are also four industries which have no transportation service 
other than that furnished by the branch line. 


In support of its application the Green Bay & Western 
showed that the cost of the construction of the 6.38 miles of its 
line in 1876 was $114,319; that from 1911 to 1920, both inclusive, 
the operating revenue of the entire branch between Marshland 
and LaCrosse was $25,957, and the operating expense was $223,- 
433, leaving an operating deficit of $197,476. These figures were 
obtained by allocating revenues and general expenses to the 
branch on a mileage basis, and the actual train expense and 
maintenance items as they appeared on the books. The Green 
Bay & Western said that if one of the trunk lines would pur- 
chase and operate the two miles of line south of Grand Crossing, 
the purchaser could render the service that is now being per- 
formed by the branch line. 

The chief contention of the applicant, however, was that 
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since the branch line could not be operated so as to be self-sus- 
taining, it would be justified in abandoning the service. 

After stating the facts with regard to the dividends in 1919 
and the generally satisfactory condition of the road for the last 
seven years, the Commission said it had uniformly been held 
that the cessation of a particular service was not to be justified 
merely because it resulted in a loss when the service or branch 
was considered by itself and that consideration must be given 
to the business as a whole. In support. of that contention the 
Commission cited a line of cases arising under decisions of state 
commissions, beginning with Atlantic Coast Line vs. North 
Carolina Corp. Com., 206 U. S. 1, and ending with Milwaukea 
Railway & Light Co. vs. Com. (Wis.), 177-N. W. 25. 

“Applying the principle of the above decisions,” said the Com- 
mission, “it is clear that the results of the operation of the 
branch in question, when reflected in the accounts of the system 
as a whole, are not such as to call for the granting of relief in 
view of the showing made as to the public need for the service. 
This is not a case where the demand for continued service is 
so small and unimportant as to permit the cessation of such 
service irrespective of the profits or losses incurred in the 
operation.” 


RATE COMMITTEE PROCEDURE 


A paragraph in the agreement reached between the National 
Industrial Traffic League special committee and the railroad 
traffic executives with respect to matters handled by the railroad 
rate committees reads as follows: 


When shippers’ representatives have heen so advised and such 
representatives promptly advise the chairman of the railroad commit- 
tee that a conference is desired with one or more of the traffic execu- 
tives directly involved, the publication of the change will be delayed 
until an opportunity is given the shippers’ representatives to confer 
with such executives. 


President Chandler of the League recently had a conference 
on this subject with some members of the Southern committee 
and as a result of that conference Mr. Airey, chairman of the 
carriers’ committee representing Southern territory, wrote Mr. 


Caldwell, chairman of the Southern Freight Rate Committee, as 
follows: 


This will confirm the understanding that the provision in question 
contemplates that when shippers’ representative is advised that the 
rate committee’s conclusion is that favorable action cannot be taken 
upon the subject in which he is interested and such representative 
desires further consideration by interested executive officers or traffic 
officials, notice to that effect will be given you as chairman, and the 
further understanding is that publication of the rates will be with- 
held for a reasonable length of time to afford shippers’ representative 
an opportunity for handling as outlined. While no time limit was 
fixed to govern the rate committee in issuing its rate advice after 
being notified by shippers’ representative it was the expressed view 
of Mr. Chandler that publication should not be delayed longer than ten 
days, if in the meantime you have not heard further from shippers’ 
representative. In other words, this is a matter which will be left 
to your discretion. 


The League, in a cicular to members, says: 

Although no attempt has been made to define what would be a 
reasonable time within which to notify the chairman of the railroad 
committee that a conference with the railroad executives would be 
requested, members of the league, and shippers generally, should 
immediately notify the chairman of the railroad rate committee that 
a conference with the traffic executives is desired. 

Any member appearing before a freight rate committee or pro- 
testing changes knows the position which he will take, and there is 
no excuse for any delay after he has been advised of the action taken 
by the rate committee. 


It is realized, of course, that shippers located at points some dis- 
tance from rate committees will not be able to notify the railroad 
committee chairman as promptly as others located nearby, and it may 
become necessary to endeavor to determine upon a definite time 
within which such notices will have the effect of withholding pub- 
lication of the tariffs. It is believed, however, that if our members 
will proceed without delay to give notice, in cases where they desire 


a conference, the machinery will be speeded up and the plan will 
work successfully. 


PETITIONS FOR REHEARING 


Complainant in No. 12236, Providence Fruit & Produce Ex- 
change vs. S. A. L. et al., has asked the Commission to grant 
another hearing in that case. 


The Director-General has asked for a reargument in No. 
11252, Virginia-Carolina Chemical Co. vs. Director-General et al. 

The Director-General has filed a second petition for rehear- 
ing in No. 11400, Atlantic Refining Co. vs. Director-General et al. 
The first petition for rehearing in this case, filed by the Director- 
General, was denied. 

Complainant in No. 11354, Producers’ Refining Co. vs. Di- 
rector-General, G. C. & S. F. et al., has asked the Commission 
to grant a rehearing therein. 

The Director-General has asked for a rehearing or reargu- 
ment in No. 11593, Walter S. Dickey vs. Director-General. 


LOAN TO A. C. & Y. 


The Commission has approved a loan of $212,000 to the Akron, 
Canton & Youngstown Railway to aid the company in meeting 
its maturing indebtedness and in providing itself with equip- 
ment and other additions and betiterments. 
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WASHINGTON GRAIN RATES 


Commissioner Eastman, in a supplemental report on No. 
10698, Public Service Commission of Oregon vs. Oregon-Wash- 
ington Railroad & Navigation Co., Director-General, et al., 
opinion No. 7022, 62 I. C. C., 633-5, agreed so completely with 
his colleagues in disposing of one of the state rate cases that 
he wrote the opinion, and not, as usual, a dissent. In the case 
in question the Commission anounced its conclusion that the 
Washington state rates on grain and grain products from part 
of the Columbia River basin to the Puget Sound ports was un- 
duly prejudicial against Portland and Vancouver to the extent 
that they are under the level of the rates prescribed by the 
Commission in its chief report on the case. m 

Carriers are required by the order in this case, which, East- 
man said, was issued to “prevent confusion and to insure the 
execution of these findings,” to remove the undue preference for 
the Puget Sound cities, chief of which are Seattle and Tacoma, 
on or before September 28, by establishing the same rates for 
application over the intrastate routes that the carriers put into 
effect over interstate routes on July 21. They filed the same 
rates for application over the Washington routes that they filed 
for application over the interstate, but the Washington com- 
mission suspended them for ninety days from July 1. The 
suspension period will expire, unless cancelled by the Washing- 
ton commission, just about the time the carriers are required 
by the Commission’s order to make the rates operative. 

No discussion of the case, from a law point of view, is 
contained in the report. Commissioner Eastman restated the 
issues, reproduced the findings made in the first report and 
then stated the conclusion of the Commission to be that the 
rates which were made operative on interstate routes on July 1 
would be the ones to apply over the state routes. The finding 
in the supplemental report, like the one in the main report, is 
that the relationship between class and commodity rates is not 
unduly prejudicial, unduly preferential or otherwise unlawful. 

Commissioners Aitchison and Campbell did not participate in 
the case. Mr. Aitchison is the author of the Oregon law and 
was a member of the commission of that state before coming to 
Washington. Portland, the real complainant in the case, is his 
home. Commissioner Campbell did not become a commissioner 
in time to hear the case. 


TOO MANY INCREASES APPLIED 


A ruling that, it is believed, will be important to many 
shippers was laid down by the Commission in a decision on 
No. 11154, Sligo Iron Store Co. vs. Western Maryland, Director- 
General, as agent, et al., opinion No. 7024, 62 I. C. C., 648-5, in 
the syllabus of which the Commission said that a shipment of 
coal from Coketon, W. Va., io Lamar, Colo., had been found to 
have been overcharged and reparation was awarded. 


Complainant, a Missouri corporation, alleged that the 
charges collected on one carload of prepared, fine, smithing coal 
from Coketon, W. Va., to Lamar, Colo., shipped February 3, 
1919, were unjust and unreasonable, because and to the extent 
that more than one increase had been applied in making up 
the triple combination through rate. 


The shipment weighed 102,000 pounds and a rate of $9.20 a 
ton was imposed. No joint through rate being applicable, the 
through charge was made on full combination. The defendants 
contended that the combination amounted to $8.70 and refunded 
to that basis. The complainant contended that the combination 
amounted to only $8 a ton, and based its contention on a provi- 
sion in the Santa Fe tariff, which named the rate from Kansas 
City to Lamar. That provision was and is as follows: 


When the total charge on a through continuous movement of ship- 
ments of coal and coke is constructed by combination of separately 
established commodity rates, applying to (or from) junction points, 
first determine the through combination of rates in effect on June 24, 
1918, and then increase such through combination of rates by the 
amount set below * * *, 


The Commission, in its report, called that an equalizing 
clause, although traffic men will probably not regard it as being 
what the Commission called it. At the time the shipment moved, 
the tariffs carrying rates to Kansas City had not been brought 
into agreement with the Santa Fe tariff. They carried no such 
rule. The railroads in defending the $8.70 combination rate, 
Said that the other tariffs had not been corrected because of 
pressure of work. 

No attack was made on the reasonableness of any factor in 
the through rate, the Commission’s report said. The only ques- 
tion was whether the applicable rate should not have been con- 
structed by the addition of a single increase to the combination 
of the factors in effect June 24, 1918. In disposing of that ques- 
tion, the Commission said: 


Decisions of Interstate Commerce Commission 





Instances similar to the one here presented have several times 
been brought to our attention informally. These cases include situ- 
ations where the delivering carrier is the only line which publishes the 
equalizing clause and the tariffs of the other carriers participating 
in the movement do not publish the clause or refer to any other tariff 
which publishes such a rule. In those cases we have ruled that where 
one of the tariffs used in making combination rates on through ship- 
ments contains a rule that such rates will be subject to the increase 
but once, there is a holding out*to the shipper of the rate so con- 
structed which the carrier should protect. 


CHARGE FOR HOLDING GRAIN 


In a report written by Commissioner Hall on No. 10929, 
Grain & Hay Exchange of Pittsburgh vs. Baltimore & Ohio, 
Director-General, et al., opinion No. 7012, 62 I. C. C. 506-9, the 
Commission condemned, as unjust, unreasonable, and unduly 
prejudicial, the rule of the carriers providing for the assessment 
of a charge for the reconsignment of shipments of track grain 
held at Pittsburgh for inspection and grading. The charge for 
that service was $2 a car and was assessed on and after Feb- 
ruary 1, 1915. The charge was not assessed on track grain at 
Indianapolis, Cleveland and Toledo, points served by the Penn- 
sylvania, nor at Albion, Kimmel and Napanee, Ind., and Defiance, 
Deshler, Fredericktown, Lexington, Mansfield, Mt. Vernon, Tif- 
fin and Warren, O., points served by the B. & O. Both carriers 
imposed the $2 charge at Pittsburgh. 

The holding of grain for inspection and grading is obliga- 
tory, the law requiring inspection and grading before final de- 
livery. Early in 1917 the carriers put Pittsburgh on a footing 
of equality with other cities by removing the charge for recon- 
signment after grading and inspection. The defendants con- 
tested the right of complainants to maintain a claim for repara- 
tion in this proceeding on the ground that it did not itself pay 
any of the charges and was not empowered by its charter to 
bring suit on behalf of its members. Commissioner Hall re- 
marked that the grain exchange had specifically named its 
members who had paid charges and in whose behalf the prayer 
for reparation was made. He said the members were co-com- 
plainants with the exchange, although not styled such in the 
caption of the complaint. On a question of jurisdiction, Com- 
missioner Hall said that the claims of the members of the ex- 
change named in the complaint based on cause of action which 
arose within two years prior to federal control were not barred 
by the statute. The Commission held that the imposition of 
the $2 charge at Pittsburgh while contemporaneously the car- 
riers permitted reconsignment without charge at Cleveland and 
at other competitive points in Central Freight Association ter- 
ritory under like conditions, was unduly prejudicial as well as 
unjust and unreasonable. 


APPLES, CALIFORNIA TO ARIZONA 


The Commission has condemned as unreasonable a rate of 
$1.0914 on apples from Watsonville, Calif., to Phoenix, Ariz., 
charged on a shipment moving in March, 1920, because and to 
the extent that it exceeded $1.04 in No. 11353, Traffic Bureau, 
Chamber of Commerce Phoenix, Ariz., et al. vs. Southern Pacific 
et al., opinion No. 7010, 62 I. C. C. 500-2, and awarded repara- 
tion. Reparation is also to be made on shipments made since 
the complaint was filed. The rate of $1.04 is to be published 
on or before September 23. Commissioner Hall dissented on 
that part of the judgment which orders reparation on shipments 
made since the filing of the complaint. He said the Commission 
had no evidence of shipments of that kind, of injury to com- 
plainants or of resulting damage. 





RAIL AND WATER RATES ON PLASTER 
The Commission, in a report on I. and S. No. 13382, rail and 
water rates on plaster from Southard, Okla., to New York and 
Brooklyn, opinion No. 7033, 62 I. C. C. 685, has held unjustified 
the proposed cancellation of the joint rail and water rates on 
cement plaster mentioned in the title of the case. The suspended 
schedules are to be canceled and the proceeding discontinued. 


PREJUDICE AGAINST KNOXVILLE 


An order requiring the carriers to remove undue prejudice 
against Knoxville, Tenn., on or before December 1, has been 
made in No. 10837, Security Mills & Feed Co. vs. Southern Ry., 
Director-General, et al, opinion No. 7028, 62 I. C. C. 657-68. 

The complaint was that the rates on cottonseed meal, pea- 
nut oileake meal, velvet bean meal, soya bean meal, palm-kernel 
meal and copra meal from points of production in the south- 
ern states to Knoxville and the rates on mixed feed from Knox- 
ville to points of consumption in Virginia and Carolina terri- 
tories and north of the Potomac River were unreasonable and 
unduly prejudicial. 

The Commission made an elaborate review of the rates on 
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these raw materials for manufacturing mixed feeds to Knox- 
ville and on the manufactured product from Knoxville and came 
to the following conclusions: 

That the rates on meal to Knoxville are not unreasonable, 
but unduly prejudicial to the extent that they exceeded or may 
exceed on a distance basis, the contemporaneous rates to Nast- 
ville; that those on peanut oil cake, soya bean, velvet bean, 
palm kernel and copra meal to Knoxville are unduly prejudicial 
to the extent that they are higher in relation to rates on cotton- 
seed meal than the contemporaneous rates on like traffic to 
Nashville, Memphis, Louisville and Cincinnati; that the rates 
on mixed feed from Knoxville are not unreasonable but that 
as to points on the lines of the defendants on and south of the 
rails of the Southern extending from Greensboro to Goldsboro, 
N. C., they are unduly prejudicial because and to the extent 
that they exceed on a distance basis the contemporaneous rates 
on like traffic from Nashville, with a minimum differential of 
four cents lower than the latter rates, and to the extent that 
they exceed the lowest contemporaneous rate on like traffic 
from Memphis, Louisville or Cincinnati, and that as to points 
north of the line of the Southern the rates are unduly prejudicial 
to the extent that they exceed those from Nashville or Memphis. 

In fourth section order No. 8023, the Commission denied 
relief on cottonseed meal from Memphis to Bristol; on mixed 
feed from Memphis and Nashville to Bristol they are forbidden 
to make rates lower than those from Knoxville and other inter- 
mediate points; and on mixed feed from Memphis and Louis- 
ville to Raleigh, rates which are lower than from Knoxville and 
other intermediate points; and on mixed feed from Memphis 
and Nashville to Norfolk and Baltimore, rates which are lower 
than from Knoxville and other intermediate points. 

The rates involved in this case are to be lined up on or 
before December 1, on statutory notice. 


CARLOAD INTERCHANGE CHARGE 


A finding of unreasonableness as to charges for interchang- 
ing inbound interstate business between the Pennsylvania anu 
the Reading at Downingtown, Pa., has been made in No. 11760, 
Frank P. Miller Paper Co. et al. vs. Pennsylvania and Philadel- 
phia & Reading, opinion No. 7040, 62 I. C. C. 705-9. At present 
the rate is 56 cents per ton plus $7 per car. The tariffs of both 
defendants provide that such charges are applicable on carload 
traffic moved from a private siding or team track of one de- 
fendant to a private siding or a team track on the other. The 
tariffs further provide that such charges are applicable on car- 
load traffic except coal and coke originating at points beyond 
Downingtown on which one of the defendants has received a 
road haul and which is reconsigned without having broken bulk. 
There is no provision for absorption by either defendant. There 
are no other local switching charges at Downingtown except 
on coal and coke. The Commission found that the failure of 
defendants to provide for the absorption of such charges is not 
unreasonable, unjustly discriminatory or unduly prejudicial. 
A further finding is that the failure of defendants to interchange 
outbound carload traffic at Downingtown and to provide charges 
therefor is not unreasonable, unjustly discriminatory or unduly 
prejudicial. The Pennsylvania hauls 90 per cent of the tonnage 
to and from Downingtown and of the 13 industries having rail- 
road connection 11 are on the Pennsylvania and two are on the 
Reading. No industry is served by both railroads, the physical 
conditions making that practically impossible. 





COAL, KENTUCKY TO IOWA 


An order of dismissal has been entered in No. 10741, Cedar 
Rapids Gas Co. vs. C. R. I. & P., Director-General, et al., opinion 
No. 7023, 62 I. C. C. 636-42, holding that rates on coal from 
Jenkins and McRoberts, Ky., to Cedar Rapids, Ia., are not un- 
reasonable, unjustly discriminatory or unduly prejudicial. The 
Commission reiterated that it had repeatedly held that the law- 
fulness of rates cannot be determined entirely by a construction 
of General Order No. 28. It said that while the tables and 
statements of rates and distances disclosed that the factors west 
of the gateway were on higher bases than were the factors up 
to the gateways, the ton-mile earnings and the bulk of coal 
rates in evidence showed that the assailed rates were not in 
contravention of the law. Chairman Clark and Commissioner 
Eastman dissented, but did not write a separate report. 





GENESEE & WYOMING A COMMON CARRIER 


In a report on the Genesee & Wyoming, involved in the 
second industrial railways case, Docket No. 4181, and I. and S. 
No. 414, opinion No; 7032, 62 I. C. C. 680-4, the Commission held 
the Genesee & Wyoming, the stock of which is owned by stock- 
holders of the International Salt Company, to be a common ear- 
rier subject to the interstate commerce act and entitled to par- 
ticipate in joint rates with its trunk line connections. As in 
other industrial railway cases, the Commission said that its 
divisions must be no more than just and reasonable and a com- 
plete statement of the arrangements entered into must be filed 
upon their confirmation. The G. & W. is to come under the 
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modified general avearge agreement which puts it in a class 
intermediate between a shipper and a carrier not blessed or 
cursed with industrial ownership of its stock. 


PIG IRON REPARATION REPORT AMENDED 


In a seventh supplemental report on No. 4800, Sloss-Sheffield 
Steel & Iron Co. et al. vs. Louisville & Nashville, opinion No. 
7025, 62 I. C. C. 646-7, the Commission corrected misunderstand- 
ings in prior reports which caused errors in checking the rep- 
aration claims. On account of the modifications, it has restated 
the amounts due to the Alabama Company, the Sloss-Sheffield 
and the Woodward Iron Company from the Louisville & Nash- 
ville, Alabama Great Southern, St. Louis-San Francisco, Illinois 
Cental, Mobile & Ohio, Southern Railway Company and Atlanta, 
Birmingham & Atlantic. 


INDIANA RATES, FARES, AND CHARGES 


In a report on further hearing written by Commissioner 
Meyer on No, 11894, Indiana Rates, Fares and Charges, opinion 
No. 7026, 62 I. C. C. 648-54, the Commission disposed of two 
points reserved by it in its report in the case involving Indi- 
ana intrastate rates, fares and charges. 

In this supplemental report, the Commission held that on 
evidence in the further hearing, it was not warranted in changing 
rates on logs between points in Indiana on intrastate trattic 
prescribed by it in the original report. That holding means 
that the petition of the log interests in Indiana has been denied. 
The log men contended that rates on their commodity applicable 
interstate on lines in the southeast, some of which operate in 
Indiana, are discriminatory and unduly prejudicial as compared 
with the rates on logs applicable intrastate in Indiana and that 
such intrastate rates are unreasonable. They asked the Com- 
mission to “uproot the entire log rate situation in Indiana and 
substitute therefor a rate basis that will be reasonable, just, 
equitable and non-discriminatory.” In the original report, the 
Commission said that the existing intrastate commodity rates 
on logs in Indiana had been shown by shippers to be much 
higher than those applying intrastate and interstate for similar 
distances on certain lines in the southeast. Notwithstanding 
that showing in the original hearing, the Commission concluded 
that the Indiana seale in effect prior to August 26, 1920, if in- 
creased 40 per cent, would compare favorably with the then 
existing interstate rates in Central territory. It said that what 
the shippers in Indiana desired was a much reduced scale of 
log rates for general application in Indiana and the rest of 
Central Freight Association territory. 

The Indiana log shippers were really trying to have re- 
moved the discrepancies in log rates existing in the two distinct 
territories. In the report on further hearing, Commissioner 
Meyer said there appeared to be no method whereby the dis- 
crepancies between Official and Southern classification  terri- 
tories could be corrected in this proceeding even if it had been 
shown to be unjustly discriminatory or unduly prejudicial. 

Another matter reserved when the original report. was made 
was that of rates on coal for distances of less than 30 miles. The 
Commission came to the conclusion that what was said at the 
further hearing did not warrant a modification of the order in 
the original case. 

Commissioner Hall, concurring in part, said that he was in 
accord with the majority of his colleagues except as to rates on 
ceal for hauls of less than 30 miles. That distinction, he said, 
based as it was on mileage, should be eliminated from the Com- 
mission’s former report and order. As the matter now stood, 
he said, if the haul was greater than 30 miles the order applied; 
if less, it did not apply and yet, he said, the rate might be the 
same for both hauls. The coal measures underlying Ohio, Indi; 
ana and Illinois, Mr. Hall said, do not break at state lines and 
no reason appeared why a disparity in rates for 25 mile hauls, 
one of which crosses the state line and the other does not, may 
not be as unjust in its discriminations against interstate com- 
merce as where both hauls are for 30 or 100 miles. 

Commissioners Campbell and Lewis did not participate in 
the disposition of this case. 


OLD LEAVENWORTH CASE DECIDED 


An old timer was wished on Commissioner Esch by his 
colleagues when the card index was arranged, so that it became 
his duty to write the report on No. 10454, Leavenworth Chamber 
of Commerce vs. Leavenworth & Topeka R. R. Co., Director- 
General, et al., opinion No. 7038, 62 I. C. C. 697-700. Before Mr. 
Esch was told to try his hand at it, there had been three hear- 
ings and aS many proposed reports issued. To the last of tie 
proposed reports no exceptions were filed. 

Mr. Esch reported, without dissent from any of his col- 
leagues, that the increased charges of the Leavenworth & To- 
peka for switching interstate shipments to and from team tracks 
at Leavenworth were and are unreasonable to the extent that 
they exceed $5 per car; and further, that the increased charges 
of the same line for switching between industries and connect- 

(Continued on page 274) 





FRR sess 5 


Sha RRN, Wetec 


Ss ee ee 


Yo. 6 


class 
d or 


ffield 
. No. 
tand- 

rep- 
tated 
ffield 
Nash- 
‘inois 
anta, 


“ES 


ioner 
inion 

two 
Indi- 


it on 
ging 
rattic 
leans 
nied. 
cable 
te in 
yared 
that 
Com- 
, and 
just, 
, the 
rates 
much 
milar 
iding 
luded 
if in- 
then 
what 
le of 
st of 


e re- 
stinct 
ioner 
> dis- 
terri- 
been 
l. 
made 
The 
it the 
ler in 


‘as in 
es on 
said, 
Com- 
stood, 
plied; 
ye the 
Indi; 
s and 
hauls, 
, may 
com- 


ate in 


1D 

yy his 
ecame 
amber 
rector- 
re Mr. 
hear- 
of tne 


is col- 
& To- 
tracks 
t that 
harges 
mnnect- 


eee 


SoBe ASIEN RRO 


ae 


August 6, 1921 


Tentative Reports of the Commission 





OMAHA LIVE STOCK SWITCHING 


As Examiner Leo J. Flynn reads the fifth paragraph of sec- 
tion 15 of the interstate commerce act, it is no violation of the 
law for the line haul carriers to refuse to absorb the full amount 
of the charges assessed for switching carload shipments of ordi- 
nary live stock to or from the stock yards at Omaha. There- 
fore, in a report on No. 12048, Omaha Live Stock Exchange vs. 
c. M. & St. P. et al., he has recommended three holdings as 
follows: 


1. That it is not unlawful in violation of section 15 (5) of the 
Interstate Commerce Act, 

2, That it not unduly prejudicial against Omaha and unduly 
preferential of other live stock markets where the carriers are said 
to absorb the whole charge. : . 

3. That it is not unduly prejudicial against the live stock traffic 
at Omaha and unduly preferential of dead freight on which all switch- 
ing charges are absorbed at Omaha. He thinks the Commission 
should dismiss the case. 


The line haul carriers leave unabsorbed 75 cents per car 9n 
ordinary live stock. Complainants contend that that failure to 
absorb constitutes a violation of the fifth paragraph of section 
15, which says, “transportation wholly by railroad of ordinary 
live stock in carload lots destined to or received at public stock 
yards shall include all necessary service of unloading and re- 
loading en route, delivery at public stock yards of inbound ship- 
ments into suitable pens and receipt and loading at such yards 
of outbound shipments, without extra charge therefor to the 
shipper, consignee or owner, except in cases where the unload- 
ing or reloading en route is at the request of the shipper, con- 
signee or owner, or to try an intermediate market, or to comply 
with quarantine regulations. 'The Commission may prescribe 
or approve just and reasonable rules governing each of such ex- 
cepted services. Nothing in this paragraph shall be construed 
to affect the duties and liabilities of the carriers now existing 
by virtue of law respecting the transportation of other than 
ordinary live stock, or the duty of performing service as to 
shipments other than those to or from public stock yards.” 

The complainant contended that the effect of this enactment 
is to enlarge the term “transportation” as applied to carload 
shipments of live stock destined to or received at public stock- 
yards so as to require among other services, the delivery of 
inbound shipments and the operations necessary to switch the 
cars to or from public stock yards without any charge to the 
shipper over and above the line haul rate; that the word “de- 
livery” as used in the act includes all services performed at 
destination before physical possession of the live stock can be 
passed from the line haul carrier to the consignee and the term 
“receipt” embraces all of the services incident to getting the 
live stock from the possession of the consignor to the tracks 
of the line-haul carrier. ‘ 

The defendants took the position that section 15 (5) dis- 
tinguishes between the charges for transportation proper and 
those for services incidental to transportation proper, such as 
loading and unloading charges. They contended that the charges 
assessed for switching between the transfer tracks and the stock 
yards are for transportation proper and represent part of the 
through charges from point of origin to destination and do not 
come within the purview of the section referred to. 

The examiner said, .in effect, that the testimony offered of 
the purpose of Congress in enacting the amendment was unneces- 
sary because the language was not ambiguous. He said that if 
the complainant’s contention was that the amendment includes 
the service of switching the loaded cars from the stock yards 
to the transfer tracks is correct, what is the significance of the 
words, “at such yards.” 

“The live stock having been received and loaded at the pub- 
lic stock yards,” said Flynn, “for which service no charge can 
lawfully be made against the shipper, consignee or owner, there 
is no inhibition in the amendment against the assessment of 
charges for service performed by a common carrier in hauling 
the loaded cars to a point of interchange with another carrier 
having a line haul. Neither does the amendment forbid the 
assessment of a similar charge for inbound shipments.” 

Adoption of the recommendation by the Commission would 
make it possible for the carriers to assess upon shippers of live 
stock a part of the charge of the stock yards railroads in addi- 
tion to the line haul rate. 


INCREASES ON WHEAT 
It is the opinion of Examiner Myron Witters, expressed in 
a proposed report on No. 12338, Charleston Milling Company vs. 
Director-General, as agent, that when the general order No. 28 
supplements were attached to tariffs in 1918 the rates in each 
tariff were increased in accordance with the terms of the special 
supplements, even if, in so doing, the through rate on wheat 
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was increased by more than 6 cents per 100 pounds, the maxi- 
mum directed to be observed. The question as to the construc- 
tion of the tariffs arose in connection with shipments of wheat 
from Sikeston and Benton, in southeastern Missouri, to Atlanta, 
in September and October, 1918. 

Combination on Cairo, according to the Director-General, 
amounted to 36 cents. The complainant alleged that the com- 
bination amounted to only 35 cents and demanded the return 
of one cent. The dispute arose as to whether Washburn’s Origin 
Basis Book, now known as Speiden’s, carried rates. That basis 
book said that rates to the southeast would be four cents over 
Cairo. The complainant contended that the only rate that 
should be increased was the rate from Cairo. The examiner has 
recommended a holding contrary to that view. He said the 
special supplement must be construed as being attached to every 


tariff enumerated in the origin book, as well as to the arbitrary 
itself. : 


EXTENSION OF C. B. & Q. 


Examiner Henry C. Keene, in a report on No. 11658, Ezra 
W. Cook vs. C. B. & Q., recommended that the Commission deny 
the petition of the complainant for the issuance of an order 
under paragraph 21 of the first section, which would require 
the Burlington to extend its line from Ericson to Chambers, Neb. 

Keene discussed the law question involved, pointing oui 
that two conditions precedent must exist before such an order 
can be issued. The first is that the extension is reasonably 
required in the interest of public convenience and necessity and 
second that the expense involved will not impair the ability of 
the carrier to perform its duty to the public. 

At the hearing, the Burlington moved to dismiss on the 
ground that the Commission had no jurisdiction and that the 
relief sought, if granted, would deprive the respondent of its 
property without due process of law contrary to the fifth amend- 
ment to the federal constitution. The motion was overruled 
and the points were argued on brief. The examiner said that 
the question of jurisdiction was a matter to be determined by 
the courts and not by the Commission, which, he said, adminis- 
tered acts of Congress as it found them. 

On the merits of the proposition, Keene recommended a 
denial on the ground that the extension is not reasonably re- 
quired in the interest of public convenience and necessity. He 
said that the present character and extent of production in the 
Chambers territory did not constitute such public convenience 
and necessity as would be requisite to warrant the issuance of 
an order by the Commission. 





RATES ON PETROLEUM 


Failure of tariff publishing agents to comply with the orders 
of the Director General to commute the increases decreed by 
General Order 28 on petroleum and its products into a specific 
of 414 cents is not reason for condemning as unreasonable rates 
on petroleum and its products increased 25 per cent, which 
were ultimately reduced by applying the specific advance. That 
is what Examiner Burton Fuller recommended the Commission 
shall hold in No. 12374, Wofford Oil Company et al. vs. New 
Orleans & Northeastern, Director-General, et al. The complain- 
ants alleged that the charges on 78 carloads of gasoline from 
Mereaux and North Baton Rouge, La., to Birmingham and Ala- 
bama City in the period from August 1 to November 1, 
1918, were unreasonable, unjustly discriminatory and unduly 
preferential. : 

The complainants pointed out that the Director-General, July 
11, 1918, commuted the increases on oil to 414 cents per 100 
pounds and said that that commutation should be immediately ¢f- 
fective. No change was made in the rate, however, until Oc- 
tober 29. Fuller said that it was well settled that a failure to 
adhere strictly to the terms of a preliminary order of the Di- 
rector-General could not be construed as defeating the validity 
of the rates concerned. In support of that he cited the Com- 
mission’s decision in Anaconda Copper Mining Company vs. 
Director-General, 57 I. C. C. 722. The examiner said that the 
rates from Mereaux and North Baton Rouge were at least 8 
cents lower than any of the rates with which the Director-Gen- 
eral had made comparison and that distances considered the 


ton mile earnings yielded by the rates under attack were not 
excessive. 


COMPLAINTS NOT PROPERLY FILED 


Attorney-Examiner Charles F. Gerry has recommended the 
dismissal of No. 12325, Wasatch Coal Co. et al. vs. Director- 
General, as agent, on the ground that the complaints did not 
constitute a filing within one year from federal control as con- 
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templated by the interstate commerce act. The recommendation 
also covers No. 12328, Jeremy Fuel & Grain Co. et al. vs. Same, 
and No. 12364, Southern Arizona Traffic Association et al. vs. 
Same, and No. 12391, Same vs. Same. The main allegation in 
No. 12325 was that the rates on soft coal from Standardville, 
Cameron, Rains and Sunnyside, Utah, to Salt Lake City were 
unjust, unreasonable, unlawful, discriminatory, unduly pref- 
erential, and unduly and unreasonably prejudicial in violation 
of the laws of Utah. In No. 12328 violations of the Utah laws 
were also alleged. In No. 12364 the allegation was that the 
constitution of Arizona had been viclated with regard to the 
rates on cereals. In regard to the other complaint the Di- 
rector-General contended that ‘no violation of a federal law 
was alleged and, therefore, the complaints which were sent to 
hearing without amendment were not filings within the mean- 
ing of section 206-c of the transportation act. 


PER CAR CHARGE ON STRAW 


Examiner John T. Money, in a report on No. 12323, Edgar 
C. Foster vs. Chicago & Alton, Director-General, et al., has 
recommended the dismissal of the complaint, on the ground that 
the minimum charge of $15 per car on straw from Middletown, 
Hopedale, Delavan, Athens, Atlanta, Mt. Joy and Tazawell, IIl., 
to Peoria in the period of federal control was not unreasonable. 
The complainant, the examiner said, introduced no evidence 
to show that the $15 minimum charge was unreasonable per se, 
but based his claim for reparation wholly on the ground that 
the rates with the $15 per car minimum attacked were not 
published in accordance with the freight rate authority. 





RATES ON FERTILIZER 


A holding of unreasonable rate and an award of reparation 
to the basis of a subsequently established rate have been 
recommended by Examiner John T. Money in a proposed report 
on No. 12311, Swift & Co. vs. Director-General, as agent. The 
complaint attacked as unreasonable a combination of 20.5 cents 
on fertilizer that moved prior to June 25, 1918, from Cleveland, 
O., to Minford, O., and of 26 cents on shipments that moved 
after June 25. Money said that the Commission should hold 
the rates unreasonable because and to the extent that they ex- 
ceeded 14 cents prior to June 25 and 17% cents thereafter. 


SYRUP, FLORIDA TO ALABAMA 


Examiner F. W. McM. Woodrow has recommended, in a 
proposed report on No. 12058, Alabama-Georgia Syrup Co. vs. 
A. C. L., Director-General, et al., a holding of unreasonableness 
and an award of reparation as to rates on shipments of cane 
syrup in barrels from Madison and Monticello, Fla., to Mont- 
gomery, Ala. His recommendation was that the rate from Mad- 
ison be held unreasonable because and to the extent that it 
exceeded 31.5 cents and 30 cents from Monticello. 

CORRECTION IN TENTATIVE REPORT 

In the July 30 issue of The Traffic World was an article 
(pages 217-218) regarding the tentative report of Examiners 
Bartel and Roth in Docket No. 12557, Northern West Virginia 
Coal Operators’ Association vs. P. & L. E. et al. The second 
paragraph of the article on page 218 is as follows: 

In effect, this complaint was a companion case to Northern West 
Virginia Coal Association vs. P. R. R. Co., 60 I. C. C., 569, in which 
the same issue with regard to the car supply during federal control 
was considered and disposed of. That case was dismissed, which is 
the recommendation made in this one. 

The statement that the companion case was dismissed by 
the Commission was incorrect, as the Commission decided that 
the car supply accorded the operators on the Monongahela Rail- 
way during federal control was unjustly discriminatory and un- 
duly prejudicial. 


THE MERIDIAN CASE 


The Trafic VPorld Washington Bureau 


The Commission is having a hard time settling the super- 
structure of rates built by the railroads on the foundation laid 
by it in its decision in No. 9560, commonly known as the Merid- 
ian case. In I. and S. No. 1372, to which it gave the title, ““Me- 
ridian Rate Case,” it has suspended the class and commodity 
tariffs filed by the railroads in supposed conformity with its 
orders, effective on various days after August 1, from July 29 
until November 29. 

Just prior to the issuance of that suspension order the Com- 
mission modified its order in the original case so as to eliminate 
therefrom reference as to rates on coal and coke. That action 
was precipitated by the receipt of notice from a number of Ala- 
bama coal operators of an intention to ask for a restraining 
order forbidding the exaction of the rates on coal and coke in 
the tariffs which were to be effective August 1. Coal and coke 
rates were eliminated because the railroads that had filed the 
tariffs did not really want them. They filed them merely as 
part of the general adjustment seemingly made necessary by 
the order of the Commission requiring the Alabama Great South- 
ern, Southern, and Mobile & Ohio to establish rates from and 
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to Meridian no higher, distance considered, than for like services 
in Alabama. Under that order the carriers elected to file in- 
ceases. 

Inasmuch as the Louisville & Nashville does not serve Me- 
ridian, that carrier was not made a party to the complaint of 
the Meridian Chamber of Commerce. The order, therefore, did 
not require it to make an election as to whether it would reduce 
its rates to and from Meridian or raise rates in Alabama. 

Had the rates on coal and coke proposed by the railroads 
on whom the order had been served been allowed to become 
effective, the traffic would have been thrown, in Alabama, to 
the Louisville & Nashville, because the rates on the Southern 
and its affiliated lines would have been so much higher that 
they would have become mere paper rates. 

In the application for a restraining order the Alabama coal 
operators cited what they said would be the adjustment by 
reason of the non-inclusion of the Louisville & Nashville in the 
complaint and order. On coal from group No. 4, on the South- 
ern, to Birmingham, for an average haul of 46.8 miles, the rate 
would have become $1.82. That traffic would have had to com- 
pete with traffic via the Louisville & Nashville from group No. 
2 mines at a rate of 87.5 for an average haul of 54 miles. 

The Mobile & Ohio, on coal from northern Alabama to Bir- 
mingham, would have to compete with rates applicable over its 
own rails, ranging from $2.75 to $3.03, with rates on coal from 
mines on the L. & N. of only $2.25. The last mentioned rate is now 
applicable over the Mobile & Ohio. The Southern and its affili- 
ated lines from Blockton, Ala., to Birmingham, had the rates 
been allowed to become effective, would have had to ask $1.63 
a ton, while the Louisville & Nashville would have exacted 
only 87.5 cents. 

Elimination of coal and coke from the report was not caused 
wholly by the threat of filing suit to enjoin the rates, although 
that proceeding caused the Commission to give attention to the 
subject at the time it decided that the easier way to meet the 
situation would be to modify its order, especially in view of 
the fact that the railroads that had published them did not 
relish the situation that was being created by the fact that the 
Louisville & Nashville was a party to the case, and, therefore, 
under no compulsion to revise its rates in Alabama. The Ala- 
bama commission would not have allowed it to increase its 
intrastate rates had it applied. The federal Commission could 
not have given the Louisville & Nashville permission to make 
increases because it had not conducted a thirteenth section pro- 
ceeding to determine whether the rates of the Louisville & Nash- 
ville constituted a discrimination against interstate commerce. 

Prior to the elimination of coal and coke from the order in 
the main case, the railroads affected by the order asked the 
Commission, in view of the fact that the Louisville & Nashville 
and other railroads maintaining state-emade rates in Alabama 
were not parties to the case, to reopen the whole matter and 
bring them into the case. That application was denied, only a 
short time ago. 

Meridian, throughout, has insisted on the Commission “stand- 
ing pat.” Suspension of the tariffs filed by the railroads, in 
supposed conformity with the orders of the Commission, will 
be almost, if not quite, equivalent to reopening the case, because 
it will bring into question the propriety of the whole line of 
rates proposed by the railroads, including the rates on coal and 
coke, as to which they were relieved of responsibility when the 
Commission eliminated coal and coke from the orders in the 
main case. 

It has been assumed that if the application of the coal op- 


erators for a restraining order was actually filed, it will be 
withdrawn. 


N. Y. C. CHICAGO TERMINAL 


The Commission has reopened finance docket No. 1165, In 
the Matter of the Application of the New York Central for a 
Certificate of Public Convenience and Necessity to Acquire the 
So-called Stock Yards Railroads in Chicago. The reopening is 
to afford the protesting trunk lines an opportunity to show 
that exhibits Nos. 112 and 113 offered by the New York Central 
do not really show what they purport to show, because some 
figures have been omitted and errors of addition are so serious 
as to destroy their value, to a large extent. 

The exhibits involved in the reopening were put in by the 
New York Central to show that its financial interest in the Indi- 
ana Harbor has not, as suggested by the protesting trunk lines, 
resulted in any advantage in the distribution of freight origi- 
nating on the rails of that carrier; that is to say, the New York 
Central did not obtain any larger share of the competitive 
freight than other trunk lines which the belt line served 
in the performance of terminal work. Tht protestants said that 
they had not had opportunity to cross-examine on those exhibits 
or to check up on them before the case was closed. They said 
that if given an opportunity they would show that the exhibits 
do not disprove their charge that ownership of the belt road 
gives the New York Central an advantage in Chicago that would 


be vastly increased were the Commission to allow it to acquire 
the stock yard roads. 
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DISCRIMINATION BETWEEN PORTS 


The Trafic World Washington Bureau 


Speaking in the Senate July 29 on the subject of discrimina- 
tion between ports, Senator Fletcher, of Florida, pointed to the 
provision in the Constitution that “preference shall not be given 
by any regulation of commerce or revenue to the ports of one 
state over those of another.” 

“Obviously,” said he, “if rail rates or ocean freight rates, 
or both, are unfairly improperly adjusted and fixed such. dis- 
crimination is effected. 

“We have seen that the chief items entering into our exports 
now are produced in or in territory contiguous to the South 
Atlantic and Gulf ports. 

“We have further seen that the most interesting and promis- 
ing field for the future development of our foreign trade lies 
nearer the South Atlantic and Gulf ports than to the North At- 
lantic or Pacific ports. Even as to the Far East, through the 
Panama Canal, and South Africa, I have mentioned, the other 
ports have no advantage over the South Atlantic and Gulf. 

“Now, what is happening? The export rail rates at present 
are supposed to be fairly and justly fixed, but North Atlantic 
interests are complaining and are actually demanding that a 
differential from territory equally near the South Atlantic and 
Gulf ports shall be established in favor of North Atlantic ports. 

“T need not refer to the terrible congestion which occurred 
in these ports last year. I need not menticn the lack of sufficient 
terminal facilities, the difficulty of obtaining berths, the tre- 
mendous increase in tonnage and lighterage and ports charges, 
the outrageous excess of stevedoring expenses and troubles con- 
stantly obtaining, particularly in New York, by way of showing 
they have all the traffic they can reasonably and expeditiously 
handle now, without continually demanding favors in order to 
get more. 

“It is to be hoped the Interstate Commerce Commission will 
hold fast to present schedules. 

“But the ocean rates, about which the United States Ship- 
ping Board has to speak, are discriminatory against the South 
Atlantic and Gulf ports. 


“Steamship lines are carrying the same ocean rates from 
North Atlantic, South Atlantic, and Gulf ports to Cuba and other 
West Indies ports, South and Central America, the Orient 
through the canal, and even to Central American ports, not- 
withstanding the great disparity in distance as between the 
Gulf and South Atlantic as compared to the North Atlantic. 
On the other hand, the ocean rates from the Gulf and South 
Atlantic to United Kingdom and continental ports carry differ- 
entials higher than from North Atlantic ports, the differential 
from Gulf ports being 15 cents per 100 pounds—except in case 
of iron and steel articles, which are the same—and from South 
Atlantic ports the differential is 714 cents per 100 pounds, ex- 
cept on coal and iron and steel, which are the same as from 
North Atlantic ports. 


“This has been going on for years. It is an adjustment 
made by foreign flag vessels before we had a merchant marine 
and prior to the publication by rail lines of export rates from 
the Middle West. 


“Inland rates are adjusted so that through rates from in- 
terior competitive territory to these foreign ports are now the 
same through all ports, New York to New Orleans, inclusive. 

“Either one of two things should take place—the South At- 
lantic and Gulf ports should have a rate based on distance and 
therefore lower than the North Atlantic and eastern ports to the 
countries bordering on the Carribean and Gulf or they should 
have the same rate as the North Atlantic and eastern ports to 
United Kingdom and continental ports. 


“The difference in distance in favor of eastern and North 
Atlantic ports to United Kingdom and continental ports should 
be disregarded to the same extent as distance in favor of South 
Atlantic and Gulf ports to Cuba and other Carribean and Gulf 
ports is disregarded now. 

“Certainly if the present differential from Gulf and South 
Atlantic ports, higher than North Atlantic ports, is continued on 
transatlantic movement, then Gulf and South Atlantic ports 
are entitled to like differentials under North Atlantic ports to 
Cuba and other Gulf and Carribean ports, made in like propor- 
tion, based on the lesser mileage to those ports. 

“What is needed for the ocean carriers is to place Gulf and 
South Atlantic ports upon a competing basis to the same extent 
that has been done by the rail carriers. 

“The same influences that established this discrimination in 
ocean rates are now at work to deprive the South Atlantic and 
Gulf of ships. They are loudest in their insistence that the 
Shipping Board shall sell to the highest bidder all the govern- 
ment ships and go out of business. 

“Next to that they want the Shipping Board to discontinue 
entirely their allocating practice and require bare boat charter 
contracts exclusively. They believe the people of the South 
Atlantic and Gulf may not be in position to buy ships. They 
May not be prepared to charter the ships needed to serve their 
borts on a bare boat basis. If that is true, the result would 
be they would lose the ships now operated on the allocating plan. 
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It is insisted, too, the Shipping Board should not operate the 
ships directly. 

“A further blow is thus directed at the South Atlantic and 
Gulf ports and all the region furnishing so large a portion of 
our exports. 


“The consequence, if the present policy of government opera- 
tion is abandoned, could not be escaped; the traffic would have 
to seek the North Atlantic ports and there take the ships the 
big lines would own and control. The rail carriers would be 
expected to adjust rate$ accordingly, and the world’s routes of 
trade would be focused so as to exclude the South Atlantic 
and Gulf. This in spite of the fact that export associations 
are being formed, terminal and dock facilities are being greatly 
increased, chambers of commerce are actively interested, ship- 
pers are taking a financial interest in shipping, and a period 
of unprecedented commercial expansion is approaching in that 
region. In the presence of high railroad rates producers and 
shippers must turn to increased use of the waterways and em- 
ployment of ships. 

“T do not mean to advocate the allocating plan as a perma- 
nent policy. What I mean to urge is that the Shipping Board 
should supply the necessary ships and see to their operation to 
serve the commerce of the country through the ports the traffic 
naturally, freely, and properly would flow. 

“It may be the Shipping Board should operate the ships 
directly and without the intervention of those serving as agents, 
particularly if they propose to serve on a commission basis or 
on a contract, under which they run no risk, and are only 
concerned with promoting their own interests. 

“By this time the Shipping Board may be able to command 
the services of men skilled in ocean transportation and may 
proceed, as does the Panama Canal Company in the operation of 
that line on their own responsibility and under their own direct 
management. 

“What I am now insisting on is that the routes of trade shail 
be developed and commerce shall be allowed to move along: 
channels it seeks without forced, artificial diversion. That is 
be is contemplated in the merchant marine act of June 5, 
1920. 

“That these routes of trade would prove profitable from the 
beginning no one was optimistic enough to suppose. Witnesses 
before the commerce committee estimated that from three to 
five years would be required to place the ventures on a profitable 
footing. 

“Because the routes do not show profits the first year of 
operation, the cry is raised that the whole enterprise is a failure, 
and losses from operation, according to my information, are 
grossly exaggerated. ; 

“TI very much fear this ruthless attack on the Shipping Board 
and its work is inspired by those who never wanted to see an 
American merchant marine, joined by those who are thoroughly 
convinced they alone know how to operate ships. The desire 
for monopoly of ownership and monopoly of operation, combined 
with the ambition to direct and control the routes of trade, are 
powerful factors. Has the time come to reckon with them? 

“It is to be hoped that the thought ‘the greater the wreck 
the greater the glory in redeeming it’ is not made to add color 
to the awful picture.” 


LAFOLLETTE ATTACKS BOARD 


The Trafic World Washington Bureau 


In a three day speech, completed August 2, Senator La- 
Follette urged the Senate to adopt his resolution calling for an 
investigation of his charge that British influences rule the Ship- 
ping Board and, in effect, dictate its policies toward seamen, 
and his charge that a combination of American railroads and 
the International Mercantile Marine operates so as to cause 
freight from and to American ports to be carried in Britisn 
bottoms. He based his speech largely on a report made by 
Roscoe C. Mitchell, formerly a newspaper man in Washington, 
and speeches made by Senator Jones, of Washington, particularly 
the one made at the second annual meeting of the National Mer- 
chant Marine Association, January 22. In that speech Senator 
Jones accused the International Mercantile Marine, by reason of 
the agreement which the British Board of Trade forced it to 
make nearly twenty years ago, of being inimical to American 
interests. 

That speech brought an indignant reply from P. A. S. Frank- 
lin, president of the International Mercantile Marine, in which, 
incidentally, he pointed out that the agreement to which refer- 
ence had been made pertained to the British flag ships owned 
by the company or by its subsidiaries, and suggested that the 
British government can and does control ships of British na- 
tionality as much as the American government controls ships 
flying the American flag; and that if the company had refused 
to do business in British waters on terms laid down by the 
British government, that government could have shut the Amer- 
ican company out of British waters. He suggested that it was 
of benefit to American commerce and American capital that an 
American company should control British ships used in com- 
merce between the United States and British ports. 

The Wisconsin senator, throughout his speech, chose to 
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regard the restrictions to which the International Mercantile 
Marine said it had had to bow, as evidence of a desire to put 
British influence into control of an American company and 45 
consenting to, if not actively aiding and abetting, the efforts of 
the British government to control the commerce of the seven 
seas, and keeping the American merchant marine from develop- 
ing, or becoming as much of a competitor with the British mer- 
chant fleet as, for instance, the German merchant fleet was be- 
fore the war. 

Commenting on the resolution of the Shipping Board of 
March 3 last, in which it condemned the arrangement between 
the International Mercantile Marine and the British Board of 
Trade, in which the American company agreed to do nothing 
to injure British shipping interests, as a condition on which 
it might own British ships, as being inimical tc American in- 
terests, the Wisconsin senator said the answer of the Interna- 
tional Mercantile Marine to the Shipping Board’s inquiry as Lo 
what it had done about the matter amounted to no more than 
an acknowledgement of the receipt of the inquiries. Adopting 
the suggestion of a senator sitting near him, he said what it 
had done thus far amounted to a letter saying: “Your letter 
received and contents noted.” 

A diagram showing the inter-lacing of American and 
British shipping interests was made part of LaFollette’s speech. 
It shows, in a general way, that British shipping interests are 
controlled from one or two centers, even as the Deutche Bank 
of Berlin, controlled vast shipping and industrial concerns in 
Germany and the United States. The British control centers 
are around Lord Pirrie, Sir John R. Ellerman, who controls 
four big lines, including the Cunard, the Daily Mail and two 
weeklies, and E, C. Grenfell. They were, at one time or another, 
also directors in the International or some of its subsidaries. 

The LaFollette idea, running through the speech, was that 
neither the American public nor American labor could obtain 
a square deal so long as there was any connection between the 
International Mercantile Marine and the big British steamship 
interests, which in turn, controlled agencies for the spread of 
propaganda tending to show that Americans have no genius for 
overseas trade or the management of the agencies of such trade. 

He charged that, under the “fatuous” rule of Admiral Ben- 
son the labor policy of the Shipping Board was shaped so as to 
give the British an advantage in the mere matter of hiring 
crews. He claimed that American seamen were willing to make 
terms with the Shipping Board the same as the British sea- 
men had made with the British Board of Trade. That was a 
reduction of fifteen per cent in wages, with all other condi- 
tions unchanged. The Benson policy, LaFollette said, was such 
that the American seamen were compelled to accept not only 
the fifteen per cent reduction but changes in other conditions, 
which the British Board of Trade had not forced on the British 
seamen. From that he argued that the American merchant 
ships are manned by dissatisfied Americans and foreigners who 
have not the interest of the United States at heart, while the 
British ships are manned by Britons who have the interest of 
Great Britain uppermost. 

“That situation, combined with the combination of American 
railroads dominated by Morgan & Co., he contended, made im- 
possible the development of an American merchant marine, 
especially when coupled with the further fact that seventy-five 
per cent of the employes of the Shipping Board outside of the 
United States were British employes. 


BIDS FOR WOODEN VESSELS 


The Trafic World Washington Bureau 


Officials of the Shipping Board were not enthusiastic as the 
result of the opening of bids July 30 for the 285 wooden ships 
which the board offers for sale. R. A. Thompson & Co. submit- 
ted a bid of $10,000,000 for the entire fleet, but the bid was irregu- 
lar because it was not accompanied by a certified check for 10 
per cent of the amount bid. After the bid had been opened the 
board also was informed that a mistake had been made by the 
company. The Ship Construction & Trading Co. submitted a 
bid of $2,100 a vessel for the entire fleet. The bids, which were 
taken under advisement, follow: 


Name of bidder. Vessel. Amount bid. 
Paulsen Trading Syndicate............ Cartona $ 5,00 
Ship Construction and Trading Co....Fleet, each 2,100 
EN Oe eer Five vessels 25,000 
Standard Coal Sales Co., Inc.......... One vessel 2,000 
Japanese Brokers and Intelligence 

DEE, Shick ab ideweebece twee essucee One ship 500 

One ship 1,050 
Ten ships 500 
Five ships 525 
pe ere Sturgeon Bay 7,500 
Werveeen Be BOMORUGN ook cciccccesvcs Forty-three ships 25,575 
The Untom Baur Co. 2. cc ccvscccccs Clio 5,000 
Pc) SO re Oelwein 1,200 
ee ree Balliett 7,500 
Coconino 7,500 
ee ne eee Two steamers 500 
Se ee I OE OOD cidincteicncaesmen Fleet 10,000,000 


Inquiries from our DAILY TRAFFIC WORLD sub- 
scribers are answered by mail or wire and are always 
treated as confidential. 





Vol. XXVIII, No. 6 


EXPORT GRAIN REDUCTIONS 


As a result of conferences between railroads and shippers 
in Chicago this week it was announced August 4 that rates on 
grain, grain products, and grain by-products from Chicago and 
C. F. A. territory to the North Atlantic seaboard for export will 
be reduced 714 cents per 100 pounds. 

Application is to be filed immediately with the Commission 
for authority to make the reduced rates effective on ten days’ 
notice, but in the event the Commission declines to approve the 
application, the tariffs are to be filed to become effective within 
thirty days. The reduced rates are to expire December 31. 

The proposition of the railroads that the domestic rates on 
grain, grain products, and grain by-products also be reduced 41/ 
cents per 100 pounds from Chicago, including points as far west 
as the Mississippi River to points east of Buffalo and Pittsburgh, 
was also discussed. 

The present and proposed carload rates in cents per 100 
pounds from Chicago to New York are as follows: 


Export. Domestic. 

. Present. Proposed. Present. Proposed. 
NUNN iar idee: Sesrn raves ensievane ene: stavers 30 22% 34% 30 
Graim products ........<. 32 24% 35 30% 
MIN BEG chem cede iere wie Scars 31 231% evar as 
Grain by-products ........ 34 2614 37 3214 


The cost of transportation service at present does not justify 
the heavy reductions which the carriers propose in export grain 
rates, railroad representatives said, but the reductions either 
have been decided upon or are under discussion as a result of 


the plea of farmers and other interests for a readjustment of 
existing rates. 


CARRIERS PROTEST GRAIN REDUCTION 


The Trafic World Washington Bureau 


A committee of traffic executives of Western and Gulf lines 
has protested against the proposal of the eastern lines to reduce 
on short notice all rail rates on export grain from Chicago and 
Mississippi River points seven and a half cents so as to line up 
all rail rates in accordance with reductions on ex lake grain 
from Buffalo, Erie, and Fairport, which reduction, in turn, was 
made to meet Canadian competition. The application for short 
notice was prepared as a result of the conference in Chicago this 
week to Satisfy the protests of Indianapolis, Cincinnati, and 
Peoria shippers on all rail rates. The western and southern 
lines claim that that reduction would be in violation of the 
relationship recommended by Director Hardie in his letter to 
the traffic men of the eastern lines, March 30, last. 


REDUCTIONS ON EXPORT GRAIN 


The Trafic World. Washington Bureau 


American railroads serving Atlantic ports have decided to 
contribute at least $1,000,000 and probably much more in an 
effort to find out whether reduced rates will stimulate the ex- 
portation of grain. The contribution may be even greater than 
that, but, whatever the ultimate figure may be, the primary ob- 
ject is to ascertain if a reduction in rates on export grain will 
be of help to the American farmer and, therefore, to American 
business generally. 

That is the meaning of the purely formal announcement 
made by the Association of Railway Executives July 29. They 
said a reduction of 5 cents per 100 pounds would be made by 
eastern railroads in export rates on wheat, corn and rye from 
Buffalo, Erie and Fairport to eastern export points. They said 
a reduction of 3 cents per 100 pounds in export rates on barley 
and oats had also been agreed upon. The Commission on that 
day authorized them to file tariffs, limited to December 31, on 
ten days’ notice. 

These reductions will bring the export rates on grains to 
a level only a little above that of prewar. The immediate cut 
amounts to about 25 per cent. Inasmuch as rates on export 
grain never were increased as much-in percentage as rates on 
other commodities, the reduction announced July 29 means that, 
if normalcy is akin in meaning to prewar, the rates on export 
grain in a few days will have reached what President Harding 
is striving for. 

An element of international competition entered into the 
problem with which the eastern traffic executives dealt when 
they decided to cut rates on export grain. The Canadian Rail- 
way Commission has practically authorized the Canadian rail- 
roads to make what traffic men know as “under the counter” 
rates on grain going out through Canadian ports and via the 
St. Lawrence River. The Canadian regulating body has author- 
ized the Canadian roads, in effect, to survey the amount of grain 
that may be ready for export from a Canadian point on the 
Great Lakes and then quote a rate which may be commercially 
profitable, although it may not be fully remunerative from a 
transportation point of view. The Canadian roads that are in 2 
position to handle export grain from the Great Lakes region 
have been relieved from the duty of publishing their rates, or 
doing anything other than tell the shipper at what price they 
will haul his grain when he is ready to deliver it to them. 
While the announcement covered only ex-lake grain from 
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August 6, 1921 


Buffalo, Erie and Fairport, everyone who knows the intimate 
inter-relation of lake and rail rates and all-rail rates on grain 
knows that, sooner or later, all-rail rates must be brought down 
in about the same measure. The conference at which it was 
decided to reduce rates on ex-lake grain for export was held at 
New York July 27-28, and special permission to make the reduc- 
tion on ten days’ time was granted under date of July 29. When 
the announcement of the reduction was made, the Association 
of Railway Executives said that a conference on all-rail rates 
from Central Freight Association to Eastern Trunk Line and 
New England would be held at Chicago this week. That an- 
nouncement was taken to mean that after pro forma discussion 
of the subject the railroads would ask for special permission te 
makecorresponding reductions on all-rail export grain. 

How much, if any, of the great volume of grain that has 

been moving out this year via the Gulf ports will be diverted 
to the Atlantic ports is a matter of speculation. In making the 
estimate as to how much of a contribution the eastern American 
railroads would make toward the ascertainment of whether 
lower rates would stimulate export it was assumed that the 
Atlantic ports would draw about 100,000,000 bushels of grain. 
In the five months from January to May of this year the Atlantic 
ports of the United States handled, in round numbers, 75,000,000 
bushels of grain. In the same period the Canadian Atlantic 
ports handled 29,500,000 bushels. In the same period of this year 
the gulf ports handled 77,000,000 bushels. That was the largest 
amount they had ever shipped. In 1915, which was their banner 
year until this one, they shipped 42,000,00 bushels. 
"At present the export rate on ex-lake wheat is 20.17 cents, 
oats 19.63 cents, and barley 20.8 cents. They are to be reduced 
5 cents per 100 pounds on wheat, corn and rye, and 3 cents on 
barley and oats, the port differentials being observed. 

In announcing the reductions, the railway executives said: 


It should be understood that the heavy reductions now made in 
grain export rates are not justified on the basis of the cost of trans- 
portation service. It may also be pointed out that while this year’s 
export grain movement under existing rates has exceeded the export 
movement in the past three years, the eastern roads have, neverthe- 
less, decided to make these reductions in deference to demands of 
grain shippers for concessions .in the rates. 


What effect, if any, these reductions on ex-lake export grain 
will have on rates via the gulf ports is a matter for speculation. 
The Illinois Central and other north and south lines, from the 
central west, have built up an enormous export movement via 
the ports they serve. It would not be surprising if they decided 
to make an effort, by means of like reductions, to preserve 
what they have created. What effect the reductions will have 
on the Canadian roads and Canadian authorities is also specu- 
lative. The Canadian roads and Canadian authorities have been 
forcing a large volume of business through Canadian ports. 
They may also deem it advisable in their interest to make fur- 
ther concessions to shippers in an effort to preserve the business 
they took from the eastern American railroads by concessions to 
which, in a way of speaking, the reductions on export ex lake 
grain by the eastern railroads were an answer. ; 

Rates on export ex-lake grain from the Lake Erie ports 
mentioned did not go up the full 40 per cent allowed by the 
Commission in its report on Ex Parte No. 74. The increase 
was held down to about 25 per cent. In September, however, 
there was another reduction, which, by its terms, lasted until 
December 31, 1920. Before the expiration date arrived, the re- 
duction was extended to April, 1921. In that month, the roads 
serving Missouri River markets and Mississippi River crossings 
made a revision of their export rates, which was met by the 
eastern roads, removing the limitation on the reductions made 
in September, 1920, so that when the conference was held by 
eastern traffic executives in New York on July 27-28, there was 
no time limit on the rates in effect. as ; 

The announcement made by the Association of Railway 
Executives July 29 was as follows: 

Announcement was made today following a two-day meeting of 
traffic executives of eastern roads that a reduction of 5 cents per 100 
pounds would be made by eastern railroads in export rates for wheat, 
corn and rye from Buffalo, Erie and Fairport to eastern export point. 
A reduction of 3 cents per 100 pounds in export rates on barley and 
oats was agreed upon at the same time. The reduction in wheat, 
corn and rye rates amounts to about 25 per cent. Following are the 
present export rates from lake points to New York: Wheat, 20.17 
cents; corn and rye, 19.79 cents; oats, 19.63 cents; barley, 20.08 cents 
per 100 pounds. The roads will preserve the usual port differentials. 

An adjustment of rates from central to eastern territory is to be 
given further consideration at a conference to be held in Chicago 
next week. It should be understood that the heavy reductions now 
made in grain export rates are not justified on the basis of the cost 
of transportation service. It may also be pointed out that while this 
year’s export grain movement under existing rates exceeded the 
export movement of the past three years, the eastern roads have 
nevertheless decided to make these reductions in deference to demand 

rom grain shippers for concessions in the rates. 

Protests against reductions on ex-lake grain for export were 
filed with the Commission August 2 by the New York Canal & 
Great Lakes Corporation of New York, the Cincinnati Hay & 
Grain Exchange, the Indianapolis Board of Trade, and W. S. 
Miles, for Peoria grain interests. They protested against the 
Publication of the lower rates on export ex-lake grain on the 
round that such lowered rates would place them at a disad- 
vantage. They suggested that the reductions should not be al- 
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lowed to become operative ahead of reductions of like character 
on all-rail export grain rates. 

The protests were specifically aimed at Supplement No. 13 
to Davis’ I. C. C. A-25, effective August 9, and Supplement No. 28 
to Kelly’s I. C. C. 889, effective August 10. Those supplements 
were filed under special permission No. 54003, permitting the re- 
ductions agreed on at the conference of the traffic executives of - 
eastern carriers in New York July 28, to be made operative on 
ten days’ notice. 

No objection was made to the decrease in and of itself, the 
objection being wholly to the proposal to apply it only on the 
ex-lake grain instead of on both ex-lake and all-rail. The fact 
that, in announcing the decrease, the railroads said they would 
later hold a conference in Chicago with a view to lining up the 
all-rail rates from central freight association territory was not 
sufficient to prevent the filing of the protests. The fact that a con- 
ference was to be held in Chicago was not taken as equivalent 
to a promise to reduce the all-rail rates. It is believed that, even 
if a promise had been made to reduce them after the conference, 
objection would have been made on the ground that, in the in- 
terval between the lowering of the ex-lake rates and the lowering 


of the all-rail rates, business would be lost by those using the 
all-rail routes. 


WANT SHARE OF COTTON CARGOES 


The Trafic World Washington Bureau 


Representatives of the Shipping Board met with British ship- 
owners in London this week to push the demands of the board 
that American vessels have a fair share of the cotton cargoes 
from Egypt to the United States. Officials of the board were con- 
fident that the British shipowners would agree to give American 
vessels a fair share of the cotton traffic. If the board wins out in 
this instance, it was pointed out, it will mean that American ves- 
sels will get their share of other classes of cargoes. 

Reports from London last week were to the effect that an 
ultimatum had been served on the British lines by the Shipping 
Board representatives that unless the board’s ships got a fair 
share of the cotton cargoes a rate war would be started and 
British ships would be discriminated against. At the offices of 
the board in Washington it was said that no report verifying the 
press dispatches had been. received and officials were inclined to 
believe that the board’s representative had not gone so far as 
indicated. Every effort was to be made, however, they said, 
to get 50 per cent of the cotton traffic from Egypt. 


INTERNATIONAL TRANSPORTATION 


The transportation and communication group of the Inter- 
national Chamber of Commerce at the recent first annual meet- 
ing in London adopted a resolution in favor of obtaining a 
uniform international ocean bill of lading with appropriate 
uniform clauses for use in special trades and at particular ports. 
The resolution provided that a committee should be appointed 
to co-operate with the International Law Association and the 
Comite Maritime International in their efforts to obtain uniform 
legislation respecting ocean bills of lading. Pending the pas- 
sage of such legislation the committee will investigate the 
possibility of obtaining a general agreement with ocean carriers 
for the voluntary acceptance by them of uniform obligations. 

“It is highly desirable,” the resolution stated, “to obtain 
uniform regulations for the transportation of dangerous goods 
in different countries and uniform conditions of loading and 
unloading and transshipment. The appropriate standing com- 
mittee of the chamber shall provide for the prompt investiga- 
tion of this subject and report to the board of directors a plan 
for accomplishing this result.” 


On the subject of “Through Freight Trains” the resolution 
said: 








The chamber requests that the railway systems take joint meas- 
ures with a view to establishing, on great international traffic routes, 
in a manner similar to that adopted for the conveyance of passengers, 
connecting services which will ensure rapid transportation of inter- 


national long distance freight trains, both for express and ordinary 
goods service. 


To this end the national committee of countries interested in the 
respective international traffic routes are requested to take promptly 
the practical steps to secure the establishment of such routes and to 


offer the aid of this chamber in any necessary international nego- 
tiations. 


The chamber calls the attention of the railway companies to the 
importance of the institution of a company for the purpose of pro- 
viding the public with special rolling stock for such international 
transportation of goods and for ensuring by proper means of super- 
vision the security and rapidity of said means of conveyance. 


CANADIAN EXPRESS COMPANIES UNITE 

Effective September 1, the operation of the Canadian Express 
Company and the Canadian National Express Company will be- 
come consolidated and the combined business will be continued 
thereafter under the name of the Canadian National Express 
Company. John Pullen, heretofore president of the Canadian 
Express Company, will be president of the Canadian National 
Express Company, and W. C. Muir, heretofore general manager 
of the Canadian National Express Company, will be vice-presi- 
dent and general manager. 






















































THE 
FORD TARIFF REJECTED 


The Trafic World Washington Bureau 


One of the Henry Ford tariffs, supplement No. 2 to D. T. & 
I. I. C. C. No. 401, has been rejected on the ground of illegality 
because the prior supplement containing a reduction in rate had 
not been effective for thirty days, as required by the Commis- 
sion’s rule. The rule was intended to prevent the making of 
rates on such short tice that those not advised of their coming 
would not have time to avail themselves of them. It has 
caused some amusement in the Commission that the first 
illegal act the Henry Ford railroad should undertake should 
be an attempt to disregard the rule prescribed by Congress 
to prevent the making of over-night or midnight rates, which 
was one of the favorite devices of railroad traffic managers 
willing to give what amounted to rebates. 

There is no thought that there was any intention on the 
part of the Ford railroad, in this instance, to “put anything 
over,” but the rule and the proposed contravention thereof are 
so plain that the Commission could not permit the supplement 
to become effective. 

The supplement fell afoul of the rule because on July 26, in 
supplement No. 1 the rate on stone from Sibley to Detroit, Mich., 
was reduced from 75 to 70 cents. In supplement No. 2: it was 
proposed further to reduce the rate on stone by slicing off 20 
per cent and making that reduced rate operative August 20. 
If the supplement had been filed to be effective August 25, it 
would not have been illegal, at least on that score. 

Another Ford tariff, supplement No. 30 to Kelly’s I. C. C. 
No. 811, effective September 3, has been filed by F. V. Davis, as 
agent for the Detroit, Toledo & Ironton. It makes a twenty per 
cent reduction in rates on soft coal from the Jackson county 
and Ironton districts in Ohio to Detroit, Toledo & Ironton sta- 
tions, for D. T. & I. delivery only. It leaves unchanged rates 
over which the D. T. & I. has not exclusive control. 

As an example of what the supplement proposes to do, it 
names as the new rate from the Jackson district to Detroit, 
$1.98. in place of a rate of $2.47. The proposal is to reduce 
the Ironton rate of $2.57 to $2.08. That is not exactly a twenty 
per cent reduction, but it is as near as it can be and preserve 
the relationship of Ironton ten cents over Jackson. 

By allowing the reductions to become effective from D. T. 
& I. mines to D. T. & I. deliveries, the Commission, it is be- 
lieved, would endanger the structure of rates built up by it in 
I. and S. No. 774 and other decisions made before Ex Parte 
No. 74. That impression may not be well founded, but, on ac- 
count of the protest of W. L. Andrews, vice-president of the 
Consolidation Coal Company, against the $1.85 proportional rate 
on ex-river coal from ‘Ironton to Detroit, the Commission will 
be required to give careful thought to the matter. 


Other assaults on the established rate adjustment were made 
at the same time by Ford tariffs carrying out the promise to 
make a twenty per cent reduction in rates on commodities. 
D. T. & I. I. C. C. No. 406, canceling its I. C. C. 397, makes a 
twenty per cent reduction in the general commodity list, effect- 
ive interstate and Ohio intrastate on September 1 and Michigan 
intrastate on August 12, under the laws of Michigan. In its 
I. C. C. No. 407, canceling its I. C. C. 394, effective on the same 
dates as those in No. 406, a twenty per cent cut in the rates on 
lumber from Greenfield, Ironton, Jackson, Washington Court 
House and Wellston, O., to D. T. & I. destinations is proposed. 
For example, it reduces the rate on lumber, from the points of 
origin in southern Ohio to Detroit, from 20.5 cents to 16.5 cents 
per 100 pounds. How much of an influence that reduction on 
lumber will have on lumber rates from the Ohio River crossings 
no one has estimated. Inasmuch, however, as Wellston and 
Ironton are on the Ohio River, it would be possible, in the event 
the Commission allowed the reduced rates to become operative, 
to use the reduced Ford rates to destinations on the Ford rail- 
road, without violating the rule in the Kanotex case. 


At the time the tariffs mentioned were reaching the files 
of the Commission, the general interest was in the question that 
will be raised if and when Ford files tariffs making a- twenty 
per cent reduction in class rates. That would raise directly the 
question whether the newcomer in the transportation field should 
be allowed to break down, even in the small area covered by 
the D. T. & I. as an originating and a delivering carrier, a rate 
structure devised by the federal body and accepted by the state 
regulating bodies as well. 


In behalf of the Northern West Virginia Coal Operators’ 
Association, Wilbur LaRoe, Jr.. has requested the Commission 
to suspend both the D. T. & I. local and ex river coal rates, 
filed to become effective September 3. In support of the ap- 
plication for suspension, LaRoe called attention to the fact that 
the Henry Ford road had joined other roads in Ohio in asking the 
Commission to investigate Ohio state coal rates on the ground that 
they were subnoromal and, therefore, constituted a discrimina- 
tion against interstate commerce, and that that application is 
set for hearing September 12; also that the rate on coal from 
Jackson County is the same as the rate from the Hocking field 
and that the latter rate is the key rate in Ohio, and that if 
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that rate is reduced the whole structure will come tumbling 
down. The issue, according to LaRoe, is whether an “over- 
zealous entrepreneur may, for purposes of his own, dominate 
and control the rate structure upon which some of the largest 
railroads must principally depend for a livelihood.” 


COAL RATES IN NORTHWEST 
The Trafic World Washington Bureau 


A delegation of five members of the House, headed by Repre- 
sentative Clague, of Minnesota, called on Chairman Clark of the 
Commission July 28, with a view to persuading him and the 
Commission that something should be done to reduce the freight 
rates and the prices of coal for the northwest. They represented 
that at the price of farm products which their constituents were 
receiving they could not pay the high prices being quoted for 
both anthracite and bituminous coal. They left a memorandum 
with the chairman in which they expressed their views. 

Chairman Clark, in a letter to Representative Newton, of 
Minnesota, August 3, said: 

“You will, of course, recall the discussion of this question 
in the light of which you and your associates expressed the 
intention of advising your constituents to go ahead and buy 
their coal on account of no further reduction in these rates at 
least during the present season. You will recall in the proceed- 
ings of the Holmes and Callowell case we have had the question 
of rates from Lake Superior docks to the points in states named 
above in a proceeding as a result of which we somewhat re- 
cently prescribed a reasonable distance scale upon which to 
build these rates. 

“That proceeding has been reopened to give further con- 
sideration to the rates from the docks to the Twin Cities as 
to which distance scale effected an increase. The outcome of 
further hearing and consideration of that rate is, of course, 
not now known. It may or may not affect some of the other 
rates. It is certain that it will not increase them and cannot 
be heard or be decided in time to affect the movement during 
the remainder of the present season. 

“As I pointed out in conversation, the Commission cannot 
make a statement that rates are or are not being reduced. It 
has before it complaints attacking certain coal companies and 
pending full hearing of the parties it, of course, cannot say 
that these rates will or will not be reduced. We cannot say 
what the railroads will determine to do in view of the exigencies 
that may exist in localities, or for the purpose of restored rela- 
tionships in rates that were upset by the Fuel Administration 
and the per cent of increase rates that have been made. Inci- 
dentally, I remarked that we are advised that the carriers in 
the Southeast are going to restore the pre-existing relationships 
in rates entirely. The Commission has no power to require a 
railroad in its work to reduce a rate except after full hearing 
at which the wunreasonableness of the _ existing rate is 
demonstrated.” 


RATES ON RICE 


The Trafic World Washington Bureau 


In a report on No. 9922, Lake Charles Rice Milling Company 
vs. Abilene & Northern, the Commission has ordered the carriers, 
by November 15, to accord transit on rough rice from California 
and Arkansas at a charge of 2.5 cents where the out of line 
haul from Arkansas does not exceed fifteen per cent, and to 
establish rates on rough rice from Arkansas and Texas on a 
scale beginning with 5 cents for twenty miles and less, eleven 
cents for one hundred miles, fourteen for two hundred, seven- 
teen for three hundred, twenty-one for four hundred, and twenty- 
two for five hundred miles. On cleaned rice from Lake Charles 
to Memphis or Vicksburg the rates are to be six cents over 
New Orleans or Beaumont to the Southeast, 6.5 cents less than 
the combination on New Orleans at Atlantic seaboard; all rail 
and rail-and-water, twelve and a half cents over New Orleans; 
to Orange, twelve cents; Beaumont, 14.5 cents; Houston and 
Galveston, 21.5; other Texas points, 6.5 over Orange. Rates on rice 
bran from Lake Charles to Texas points are to be four cents over 
Orange. The question of undue prejudice on rough rice from 
Texas to Lake Charles is reserved for further hearing. 


DECISIONS OF THE COMMISSION 
(Continued from page 268) 


ing lines and between connecting lines were justified as applied 
to interstate shipments. 

Originally reparation was asked on all shipments switched 
since November 10, 1918, but that request was withdrawn before 
the last hearing, leaving the only issue to be that of the reason- 
ableness of the present charges varying from $6 to $23 for team 
track switching. 

The Leavenworth & Topeka has been in financial difficulties 
during a considerable part of its 35 years of life. Until 1916, 
it was operated by the Santa Fe and the Union Pacific. Then 
a receiver took charge and in an attempt to make the property 
pay its way, big increases in its charges were made. 
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Personal Notes 





The Louisville & Nashville Railroad Company announces the 
following appointments, effective August 1: E. C. Marks, com- 
mercial agent, New Orleans; J. E. Power, traveling freight agent, 
New Orleans, vice E. C. Marks; G. W. Kingsmill, city freight 
service agent, New Orleans, vice J. E. Power, promoted. 

The Atlanta, Birmingham & Atlantic Railway Co. announces 
that W. McG. Brooks is appointed commercial agent at Cincin- 
nati, vice J. J. McCarty, resigned. The position of foreign freight 
agent, formerly held by Mr. Brooks, is abolished. 

L. F. Daspit, traffic manager of the Shreveport, La., Cham- 
ber of Commerce, has resigned to become assistant general 
freight agent of the Southern Pacific at Houston, Texas. 

T. J. Shea, commercial agent, has been promoted to general 
agent, freight department, Chicago and Alton, at Chicago. 

The Baltimore & Ohio announces the appointment of H. M. 
Jouver, general freight and passenger agent, and P. C. McCor- 
mick, commercial agent, Chicago. 

The Nickel Plate announces the appointment of E. S. Man- 
chester, division freight agent, Erie, Pa., vice H. L. Baird, trans- 
ferred; G. B. Merrill, traffic representative, Buffalo, vice E. S. 
Manchester, and J. V. Jamieson, freight representative, Erie, Pa., 
vice G. B. Merrill. 

The Traffic Club of New England announces the death, July 
26, of Clarence H. Knight, of F. Knight & Son, Boston. 

J. S. Farish has been appointed traffic manager of the 
Georgia-Florida Saw Mill Association, Jacksonville, Fla., vice W. 
E. Gardner, resigned. 

The Gulf, Mobile, and Northern, August 3, opened an office 
at Kansas City, Mo., in charge of W. H. Askew, district freight 
agent. He was formerly district freight agent at Memphis, and 
is succeeded there by J. O. Gill. 


DOINGS OF THE TRAFFIC CLUBS 


The Tuesday luncheon of the St. Louis Traffic Club will 
from now on be served at the Planters Hotel. 


The first annual outing of the Traffic Club of Utica will be 
held August 25 at the Trout Brook Inn. 


SHIPPING BOARD CHANGES 
The Traffic World Washington Bureau 


D. Earl Brundage, an advertising man of Chicago, has been 
appointed advertising manager of the Shipping Board to take the 
place of Herman Laue. Chairman Lasker has directed the new 
advertising manager to make an investigation of the advertising 
needs of the board. Mr. Laue’s resignation was called for by 
the chairman, according to John Callan O’Laughlin, assistant to 
the chairman, because he was not handling the work of the ad- 
vertising department efficiently. A testimonial dinner to Mr. 
Laue was given in New York last week by advertising and news- 
paper representatives and after the dinner word was brought to 
Mr. Laue that he had been supplanted by Mr. Brundage. Mr. 


O’Laughlin said, however, that Mr. Laue’s resignation had been - 


requested two weeks ago. 

J. F. Andrews, traffic manager for the Shipping Board at 
New York, has resigned. Reorganization of the New York office 
of the board is in the hands of William J. Love, vice-president 
of the Emergency Fleet Corporation, in charge of traffic. Mr. 
Andrews’ successor has not been named. 


CONN IN AGRICULTURE INQUIRY 
The Trafic World Washington Bureau 


The joint congressional commission on agricultural inquiry 
of which Representative Anderson of Minnesota is chairman, 
has created a division of transportation with Donald D. Conn, 
known to traffic men by reason of his connection with the Shev- 
lin-Carpenter lumber interests, as its chief. The division is to 
make a thorough analysis of rate structure and car service 
problems. Mr. Conn has the full power of that commission to 
bring out the facts incident to transportation problems that he 
may decide are pertinent to the issues before the commission. 


REAPPOINTMENT FOR AITCHISON 
The Trafic World Washington Bureau 


Senator Charles L. McNary, of Oregon, who is regarded as 
the Man whose recommendation caused President Wilson to 
nominate Commissioner Aitchison, said, August 1, that the re- 
Port that Mr. Aitchison had resigned or was about to resign, 
was absolutely without foundation. He added that, “contrary 
to the thought expressed in The Traffic World (as being held by 
those who think themselves politically wise, and not necessarily 
by the Traffic World) is it generally understood that Commis- 
Sloner Aitchison will be reappointed.” 

Senator McNary’s interest in the report, shown to the ex- 
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tent of his denying that there is any foundation for it, may be 
taken as meaning that the Oregon senator will ask the reappoint- 
ment of Mr. Aitchison, even should those advocating the appoint- 
ment of another man take the position that it would not be good 
politics for President Harding to appoint men from adjoining 
states of the Pacific northwest to places on the bench of the 
Commission. 

The report of an intention to resign has served to direct at- 
tention to the fact that Commissioner Aitchison’s term expires 
on the last day of the year and enables his friends to work for 
his reappointment, their reason for doing so being that ques- 
tion as to another term for him has been raised, in gossip, at 
least, based on the fact that Commissioner Campbell is a resi- 
dent of an adjoining state. 


COX IN WASHINGTON 


The Trafic World Washington Bureau 


Frederick I. Cox, nominated by President Harding to suc- 
ceed Chairman Clark on the Commission, visited the offices of 
the Commission July 29. He spent some time with Secretary 





FREDERICK I. COX 


McGinty and called on several of the commissioners. Action on 
the nomination may be taken in the next week or so by the Sen- 
ate interstate commerce committee. As far as is known, no 
opposition has developed among the members of the committee 
to the nomination. 


EXTENSION OF LINE IN KANSAS 
The Trafic World Washington Bureau 


The Kansas, Oklahoma & Gulf Railway Company and the 
Missouri, Oklahoma & Gulf Railroad Company have applied to 
the Commission for authority to build an extension from Baxter 
Springs, Kan., to Pittsburg, Kan., a distance of 25.3 miles. The 
property of the Missouri, Oklahoma & Gulf is leased to the 
Kansas, Oklahoma & Gulf. The companies stated in the applica- 
tion that business interests in towns situated on the railroad 
operated by the Kansas, Oklahoma & Gulf and wholly dependent 
upon it for transportation service, enjoyed far more than eight 
years access to markets reached by other lines with which the 
Kansas, Oklahoma & Gulf system interchanged traffic at Joplin, 
Mo., and thus were able to compete with other communities sit- 
uated on other railroads. Since the discontinuance by the Kan- 
sas, Oklahoma & Gulf system of direct train service to and from 
Joplin, Mo., on March 5, 1921, through refusal of the St. Louis- 
San Francisco to permit further joint use of its tracks between 
Baxter Springs, Kan., and Ruth, Mo., the companies said, the 
communities along the line of the Kansas, Oklahoma & Gulf have — 
been deprived of markets theretofore accessible and substantial 
loss to them has resulted. The construction of the extension pro- 
posed will enable these communities again to reach the mar- 
kets which were accessible for more than eight years, the ap- 
plicant said. 
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Manomet Mill, No. 3. 

Nonquitt Spinning Co. 

Nashawena Mills. 

Manomet Mills, Nos. 1 and 2. 

Whitman Mills. 

Pierce Manufacturing Co. 

Soule Mill. 

Fairhaven Mills. 

Bristol Manufacturing Co. 

Grinnell Manufacturing Co. 

New Bedford Copper Co. 

Wamsutta Mills. 

Hill and Cutler (cotton waste). 

New Bedford Gas and Edison 
Light Co. (power plant). 

Pairpoint Corporation. 

Quissett Mil!. 

City Manufacturing Co. 

Potomska Mills. 
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THE SOUTHERN GATEWAY 


The chief cotton storage and spot market for all New England. 


Approximately 750,000 bales annually pass through New Bedford, which is within easy motor- 
distance of mills consuming 1,242,000 bales annually. 

Nearly 2,500,000 bales are used in a year within 150 miles of this port. 

Finishing plants located within 25 miles of New Bedford receive millions of yards of goods from » 
mills for bleaching and dyeing purposes. 

New Bedford is the center of unusually attractive lumber markets, the entire thickly populated 
eastern New England territory having mostly frame buildings. 


Overwhelming volume of out-going traffic from thousands of New England industrial plants offers? 
field from which to draw out-going cargoes. 


NEW BEDFORD IS NO FURTHER FROM 
wa devel cate Tgwath New Bedard “Compete New Bedford 
furnished pengyeattnadly rms, credit information, etc., Ne 
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INDUSTRIAL NEW ENGLAND 


New Bedford has a large and sheltered harbor with commodious anchorage basin and depth fo™ 
vessels drawing up to 25 feet. 


Steel and concrete state pier 750 feet long is operated by this concern. 


goods from Pier has double railroad tracks down its center with large transit shed having second floor 


for storage. It is connected by rail with local public warehouse space of approximately 1,250,000 
Square feet. 


Modern cargo handling equipment, also facilities for large scale coal handling. 
| plants offers? Large ship chandlery houses available in port. 
Marine ways and ship yards with auxiliary facilities for repair work. 


7-R FROMMRN PORTS BY WATER THAN NEW YORK 
rd © Warehouse Co. errands Warehouse 


North Stores Warehouse 
Newsd, Mass. New Bedford State Pier 



















. Acushnet Mills. 
20. Dartmouth Manufacturing Corp. 
21. Hathaway Manufacturing Co. 
22. Butler Mills. 
23. Holmes Manufacturing Co. 
24. Booth Manufacturing Co. 
25. Kilburn Mills. 
26. Page Manufacturing Co. 
27. Gosnold Mills. 
28. Passaic Mills. 
29. Sharp Manufacturing Co. 
30. Morse Twist Drill & Machine Co. 
31.. National Spun Silk Co. 
32. New Bedford Cotton Mills Co. 
33. Neild Manufacturing Co. 
34. W. C. Jones Co. (cotton waste). 
35. Taber Mill. 
36. Beacon Mills. 
. Pierce Bros., Ltd. 
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LOSS AND DAMAGE CLAIMS 


(Sixteenth of a series of articles written for The Traffic World by 
C. H. Dietrich.) 

As intimated in a previous article, a claim for loss and dam- 
age is frequently handled by the freight claim department long 
after adjustment has been made with claimant. The manner 
of distribution of the amount involved between the interested 
lines was explained at that time; but there is another feature 
of this handling after claims have been paid that is troublesome, 
indeed, and requires a great deal of patient effort in order to 
avoid unnecessary losses to the carriers. I refer to the disposi- 
tion or sale of salvage freight. 

This is a feature of freight claim work that has increased 
in the last few years even faster than loss and damage claims 
themselves have increased, and it is a serious question in my 
mind whether a great deal of this damaged property is not 
thrown back on carriers’ hands for disposition unnecessarily. 
There are, of course, a great many instances where freight 
reaches destination so badly damaged that it has little, if any, 
commercial value, and consignee in such cases, with the knowl- 
edge that the cost of reconditioning or repairing would exceed 
the value of the property, is undoubtedly justified in refusing 
such freight outright and presenting his claim for the actual 
value. But this is not true in the large majority of cases where 
freight is not badly damaged, but is damaged only to such an 
extent that some reconditioning or repairing is necessary in 
order to place it in merchantable condition. Under the law, as 
I understand it, a consignee is obligated to accept and pay the 
charges on all such property, having recourse through claim for 
loss and damage to the extent of the actual damage sustained, 
which ordinarily is based on the cost of reconditioning or re- 
pairing, together with any depreciation in value that may accrue 
on account of the merchandise not being in exactly the same 
condition as before the damage occurred. There can scarcely 
be any argument on this proposition and it is unfortunate, indeed, 
that the practice of rejecting property that is but slightly dam- 
aged has grown to such an extent. It is self-evident that the 
original consignee is far better fitted, in almost every instance, 
to make the necessary repairs or do the necessary recondition- 
ing and he is then certainly better able to dispose of such 
property at a fair price than any freight claim agent could pos- 
sibly hope to do through his salvage sales department. In the 
first place, the consignee is familiar with his own line of goods, 
whether it be shelled peanuts or high-grade furniture, and, gen- 
erally speaking, has some facilities for making repairs, etc., and 
even though the property is sold in its damaged condition by 
the consignee at a reduced price, it is handled in the regular 
lines of trade and there is no such sacrifice in values as is found 
where the carriers are obliged to make the sale themselves. 

It is along these lines that the freight-receiving public is in 
a position to co-operate with our claim departments and make 
a saving that would astonish us if the extent of it could be even 
approximated. 


I presume there is not a single class of merchandise more 
universally rejected on account of minor damage than new fur- 
niture. In fact, the statistics published by the American Rail- 
way Association indicate that for the month of March, 1921, 
claims were paid on this commodity aggregating $236,850 for 
damage, not including loss. At this rate the payments for one 
year would amount to $2,842,200. and one of the principal rea- 
sons, in my judgment, why this amount is so large is that the 
practice has become so common for a consignee, on finding 
even a minor damage existing in connection with a shipment 
of new furniture, to throw it back on the carrier’s hands and 
present a claim for its full value. It is true that, in some in- 
stances; furniture is damaged beyond repair, but in the great 
majority of cases, it is a chair with one leg broken, a dresser 
scratched or chafed, or perhaps a piece split off, and in such 
cases the consignee, if a dealer, can readily make repairs, or, if 
consignee is not a dealer, it is possible to have repairs made 
by cabinetmakers or at his local furniture store; while a piece 
of furniture so repaired may not be quite as valuable as before 
the break occurred, any reasonable depreciation in addition to 


the actual cost of repairs will be readily allowed. On the other’ 


hand, what happens where the article is rejected and left on 
the carrier’s hands and a claim filed for its entire value, is that 
this piece of furniture is forwarded to some local concentration 
point where a market for salvage freight exists and generally 
some further damage occurs on the second leg of the journey, 
and at stated intervals this damaged property is disposed of 
either at auction or at private sale for a fraction of its actual 
value. There are, perhaps, some lines equipped to make repairs 
to such rejected freight before placing it on sale, but such 
lines are sadly in the minority; and, even if repairs are made, 
it is a difficult matter to sell repaired furniture outside the trade 
for anything like its real value. 

Another fruitful source of unnecessary loss to carriers is 
in connection with dry goods—particularly clothing and boots 
and shoes—where, on account of either damage in transit or 
pilferage of a part shipment, the entire lot is rejected and claim 
filed for its value. In such cases the carrier is left with a broken 
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line of merchandise in the case of clothing and shoes. There 
are broken sizes and, on account of its being impractical to 
sell to the retail trade, it is, in most cases, necessary to sacrifice 
such merchandise in disposing of it in lots of considerable size 
to jobbers or scalpers who make a business of buying this line 
of goods. 

We all realize the inconvenience and actual expense that 
follows the acceptance of a pilfered or damaged shipment of 
this class of goods by the consignee, who is nearly always a 
merchant, but the point I make is that the consignee is always 
in a better position to realize on property so damaged than the 
carrier can possibly hope to be. I am afraid that one of the 
stumbling blocks in the way of consignees accepting property 
in this condition is the unwarranted opinion that seems to have 
gone abroad that a consignee accepting such a shipment is 
thereby estopped from collecting through claims any amount in 
excess of the actual value of missing items; in other words, that 
he could not reimburse himself for his actual loss by reason 
of the line or sizes being broken, whereas, as a matter of fact, 
the claim departments would welcome the consignee accepting 
such property and arranging for an equitable adjustment of his 
entire loss rather than have a great lot of this unmerchantable 
stock thrown onto their hands, making it necessary for them 
to dispose of it at a great sacrifice. 


The rejection of freight is exceptionally annoying in the 
case of foodstuffs, such as coffee, sugar and similar commodities 
that frequently reach destination with the package torn and a 
small part of the contents exposed and possibly damaged, or 
with the container damaged by water—in either event only a 
small proportion of the contents damaged in any way. There is 
no possible objection on the part of the carrier to the consignee 
accepting such freight and presenting a claim for the value of 
the merchandise actually damaged, turning back the salvage in 
such cases, but retaining that portion of the shipment that is 
in good condition; but where a sack of coffee, weighing one 
hundred pounds, or a sack of sugar, or a carton of breakfast 
food is entirely rejected on account of a few pounds, at the most, 
being damaged, there is almost invariably further damage and 
loss in getting this property to a market where it can be disposed 
of, and then disposition is made at a price considerably less 
than the market. Certainly, where the consignee is a retail 
grocer, there is no reason why the entire package should be 
rejected unless it is altogether damaged. There are complica- 
tions, of course, where the consignee is a jobber, with no facili- 
ties, perhaps, for reconditioning, but, even in such cases, it 
would seem only reasonable that a jobber should be in a posi- 
tion to take ordinary steps toward reconditioning damaged 
sugar, flour, or similar commodities, rather than unload all pack- 
ages that may be slightly damaged onto the carriers. 


A survey of some of our salvage freight rooms where this 
class of freight is accumulated from the entire system presents 
a sight that would astound the ordinary observer. The out- 
standing feature of a warehouse for this class of freight is the 
hundreds of packages that could have been repaired at a slight 
cost had the original consignee been so inclined. 


I may be mistaken in my conclusion regarding this matter, 
but from my observation of a great many files on the subject, I 
am convinced that the average retail merchant especially is 
imbued with the thought that he will place himself in a better 
position, so far as collecting his claim is concerned, if the entire 
damaged portion of any shipment consigned to him is rejected, 
than if he accepts it and presents his claim for the cost of re- 
conditioning or repairing; whereas, the facts of the matter are 
—and I believe I speak for the freight claim fraternity gen- 
erally—that if the consignee is willing to accept his damaged 
freight and make an honest effort toward minimizing the loss 
by handling it to best advantage through his regular channel 
of trade, the appreciation of such action on his part will be 
shown by the freight claim departments in promptly adjusting 
his actual loss. Of course, we have had some rather discour- 
aging experiences along this line in connection with consignees 
that have accepted damaged freight and needlessly sacrificed it 
by selling it at ridiculously low figures with a view, apparently, 
of giving their customers an extra fine bargain at the expense 
of the carriers, but these are the exceptions to the rule and 
should not be considered as any argument against the general 
policy outlined above. We have found it a very satisfactory 
practice, where damaged property is received at destination and 
the consignee is inclined to accept it and file claim for the actual 
loss, to arrange a basis of adjustment at the time the delivery 
is made. Then there can be no dissatisfaction on the part of 
either of the interested parties. 


In the handling of the sale of salvage freight, almost every 
large carrier has an individual plan of its own, the handling 
almost invariably being under the jurisdiction of the freight 
claim department, the idea uppermost in each plan being to real- 
ize the greatest amount possible from the sale of salvage and 
to dispose of it as promptly as is practical. Some lines 
turn the damaged property over to outside concerns making 4 
business of selling salvage freight. Others maintain storerooms 
on their own property where such freight is accumulated and 
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it is sold much the same as through a department store. Still 
others accumulate the freight at a central point and hold peri- 
odical auction sales, selling it to the highest bidder. In some 
instances, Salvage freight is disposed of at the station where 
rejected, through the local agent in charge and there are un- 
doubtedly good features about all of these various plans. But 
irrespective of the supervision given this work and no matter 
how carefully it is watched, there is bound to be a loss to the 
carrier in attempting to sell damaged merchandise that is many 
times greater than the loss should be if each consignee would 
take his property and handle it conscientiously to best advan- 
tage, filing claim for the actual loss sustained. 

It is an interesting question as to what extent unsuitable 
and inadequate containers are responsible for the great number 
of damaged packages thrown back on carriers’ hands for dis- 
position, and I have sometimes thought that our classification 
committees, which pass on the question of containers and their 
adequacy, might do well to visit some of our large salvage 
freight warehouses and see the evidence piled up there testify- 
ing unmistakably to the fact that certain commodities are found 
here in such quantities that there must be something wrong 
with the manner in which they were prepared for transportation. 

With a view toward satisfying myself as to what commodi- 
ties caused us the most trouble so far as arriving at destination 
in bad order is concerned, I made an analysis of the bad-order 
reports registered in my own office in the month of June and 
tabulated them under fifteen different commodities as indicated 
in the table shown below. This may or may not be a repre- 
sentative showing, as it represents only one month’s bad-order 
reports on one railroad, but in checking it up with our salvage 
sales, I was struck with the similarity between the ratio of 
commodities shown in this table and of the commodities we 
generally find on hand for sale in our salvage warehouses. 

Number of 


bad order reports 


Commodities. on L. C. L. shipments. 





1. Groceries, canned goods, candy and confections............ 1,605 
2. Glass and glassware, china and cockery, earthenware and 
enamelware, stoneware and pottery ........cccecesececes 902 
A Re eer ene ERR omy ee yee em 619 
4, Clothing, dry goods, notions and tOyS.......cccessescesesecs 503 
G.  PPCOR: EBPWiICS GME VERSCRUICS onc ooicscsccsccsionceccsieesiececiees 369 
©. BIOUr, WAT PTOGUCES GME COTORIS coccisccccsicvivsesecveceeesee 364 
7. Hardware in containers, paints and varnishes............. 356 
8. Drugs, medicine and toilet preparations 258: 
SU EE IDOE oo 55-5: 6-k acs ose edainitiauieon esbees 250: 
Mies Sem, 856 Fobra crlate\ usr 65s uasvahsy oh igi a rosoi  @reilbce ei wibr WG Siena varaane Tesco 232: 
t], Butter, cheese and airy products.......cccccceccevecvcccsves 230° 
12. MON corse! ot cll i<euatsi aVeleial. lars aiaret oie stat pimid avraack ie ale eve ere. 5Lare: Saiahewone pieiereinielar® 227 
Ee. TLOMOACCO, CIMATE ANG CIBATOULER: ..o.<0.0:0.0-0:0:6.00.s00s versbesasiesies 225: 
_ RR ee SE eee ne iene 172: 
ee. FETE URE COMIN oo. 0 een 0.005.655.4064 s.0 da sieermearsteiocees 2,814 
TMP 26 fates: civ dvece/ av Valocs wisi tiosae cater ernie ahecasaa aareiple ra asada 9,126: 








classified advertisements ars as follows: First insertion, $1.60° pew 

; minimum charge, $3.00; succeeding insertions, per line, 50c; 10 

words to the line; numbers and abbreviations counted as words: 

6 point t : payable in advance. Answers to keyed advertisements 

wergrce free and all correspondence held in strict confidence. The 
C WORLD, 418 South Market Street, Chicago. Tl 





*POSITION WANTED—With Short Line or Industrial, by ac- 
‘countant and traffic man. Experienced rating, claims, statistics, cost, 
audit, disbursements, books, agents, executive. Location immaterial. 
— me give you detail, references. Address PEP-11, Traffic World, 
‘Chicago. 


WANTED—Traffic Managers to open offices in Official and South- 
Address Mr. Goelz, Commercial Car 


ern Classifications Territories. 
Service Association, 401 Clinton Bldg., Columbus, Ohio. 





WANTED—Young man stenographer with some knowledge of 


Southwestern rates for traffic organization. Excellent opportunity 


ond good salary to right party. Address D. A. M. 373, T'raffic World, 
cago. 








_ TARIFFS — CLASSIFICATIONS — EXCEPTIONS WANTED—AII 
kinds, particularly Leland’s, Davis’, Kelly’s, Speiden’s, etc. Interstate 
Traffic Co., 131444 Main St., Dallas, Texas. 


abo 


Time, Trouble and 
General Offices: Chicago, 203 Dearborn St. 


Philadelphia, Drexel Bldg. 
Cincinnati, Union Trust Bldg. 
Cleveland, Hippodrome Bldg. 





~ | 
Old South Bldg. Boston, 
Ellicott Square Buffalo, 





,WANTED—Attention, General Manager: Kindly read PEP-11, 





TRANS-CONTINENTAL FREIGHT Co. 


Export and Domestic Freight Forwarders 


Consolidators of — and Co-operators with Shippers. A Service Which Saves 
oney. Don’t hesitate—IJnvestigate—Write for particulars. 


Los Angeles, Van Nuys Bldg. 
San Francisco, Monadnock Bldg. 
Seattle, Alaska Bldg. 
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REVISION OF TARIFF RULES 
Thé Trafic World Washington Bureau 


The largest number of tariff publishing agents that has been 
in one room for a long time gathered August 2 with Director 
Hardie, of the Commission’s traffic bureau, George M. Crosland, 
chief of the tariff division, and L. C. Nelson, who has charge of 
the technical part of the preparation of sixth section permis: 
sions to disregard the thirty days’ notice of the statute or to dis- 
regard the rules governing the preparation and filing of tariffs: 
They came together to discuss a proposed revision of the tariff 
rules, prepared for their consideration by Mr. Nelson. The sug- 
gested revision makes a book of 133 pages. It was planned to 
devote two days to rules pertaining to freight tariffs and an 
equal amount of time to passenger tariff rules. On the first day 
the conferring tariff men were able te discuss 29 of the 133 
pages. 

Probably the most important matter discussed that day was 





' Acquire an Expert Knowledge of: 
TRAFFIC MANAGEMENT 


Would you be able to save more money in shipping?— to reap 
greater benefit from the interstate commerce rulings? — to 
handle more advantageously the problems that come up in 
domestic and foreign traffic? Then investigate the LaSalle Proble 
Method of home-study in Interstate Commerce and Industrial an 
Railway Traffic Management. Find out how this course can 
you to better knowledge of traffic management by giving you 
the experience of more than 70 of America’s well known authors 
ities and traffic executives. Write for catalog and 
low cost monthly payment plan. 


LaSALLE EXTENSION UNIVERSITY 
Department 895-T CHICAGO, ILLINOIS 
The Largest Business Training Institution in the World 









FOR SALE 


100 All-Steel Tank Cars 


8,000 Gallons Capacity 
50 Ton Trucks 


Cars Now In Service and In First Class 
Condition 


Price $1,500 Subject Prior Sale 
PRINCIPALS ONLY 


Address O. R. M. 377 
Care TRAFFIC WORLD, 418 So. Market St., Chicago 


HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 
typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


417 SOUTHERN BUILDING 


Phene Main 2216 









Eastern Offices: New York, Woolworth Bldg. 
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a proposed rule that each tariff shall contain an alphabetically 
arranged and complete index of points from which rates apply 
and a like index of destination points. The eastern trunk lines 
were particularly anxious to continue their present practice of 
publishing commodity rates in a tariff and referring to their 
separately published class tariffs for destinations to which such 
commodity rates would apply. The rule, as drawn, would require 
the discontinuance of that method of giving information to the 
public. Their argument was that the present practice was more 
economical because it lessened the number of pages in the tariffs. 
They said each tariff would have to be materially increased in 
size so as ta accommodate the indexes required. Mr. Crosland, 
who has had much experience in such matters, said the rules 
were for simplification and that, in the long run, he thought 
the present method was the more expensive because agents and 
shippers have to refer continually to two tariffs, while under 
the proposed rule reference would have to be made to only one 
publication. The western lines were not particularly interested 
because it is not a general practice with them to require a 
shipper to use two tariffs in finding a single rate. 

One definite proposal made by the carriers was that the 
Commission eliminate the rule that requires them to print, in 
the upper left hand corner of a tariff, a legend to the effect that 
only so many supplements to this tariff will be in effect at any 
time. The carriers contended that it was superfluous and served 
no good purpose because, frequently, more than the number of 
supplements specified in the legend must be in operation at the 
same time because the Commission has ordered the filing of 
supplements in excess of the number permitted by the rule. In 
other words, the Commission itself so often requires disregard 
of the rule that the legend is misleading to those not familiar 
with the fact that the Commission frequently directs disregard 
of the rule. 

At the second and final day’s session of the conference 
considerable discussion developed with respect to the ‘amount 
of supplemental matter to tariffs that may be issued. The 
proposed rule of the Commission provides on tariffs exceeding 
32 pages, not more than 25 per cent of the number of pages 
in the tariff may be contained in supplements to such tariffs. 
The carriers urged that this be increased to 40 per cent, ana 
asked that they be permitted to issue four supplements to 
tariffs containing more than 200 pages instead of 300 pages, as 
proposed in the Commission’s rule. 

In discussing proposed rule 11, which provides that carriers 
must publish an index of all tariffs in effect or to which they 
are parties, the carriers urged that section -two of the tariff 
index be entirely eliminated. This section contains a list of 
all tariffs under which the publishing carrier is a delivering car- 
rier. The contention of the carriers was that this section was 
an added expense to their tariff publication which served no 
good purpose, that it was never used, and that they felt that 
they should not be required to continue this section, which 
generally constitutes 45 to 50 per cent of the publication. It 
was pointed out, in the discussion, that this section is frequently 
used by the Commission’s employes; also that it is of large 
assistance to the consignee in enabling him to locate the tariff 
eontaining rates applicable on shipments received by him. Mr. 
Crosland, chief of the tariff section of the Bureau of Traffic, 
stated that it was his understanding that the present regula- 
tions of the Commission with regard to posting tariffs were 
issued in view of the fact that the tariff index of each carrier 
contained this section, and that it was his view that the Com- 
mission would have to amend its posting rules before this sec- 
tion could be eliminated. 

In behalf of consignees it was asserted that that section 
of the tariff is the only way in which a consignee can check up 
on the rate which the railroad or the consignor tell him he must 
pay. The tariff men of the carriers suggested that it was very 
expensive to them. One objector, when asked what he would 
advise as a substitute, for saving money, suggested that the 
first section be omitted because it is of no benefit to the con- 
signee, that when the consignee turns consignor, he knows that 
he can find the rates of the originating road in the tariffs on 
file at the station whence he does his shipping, but that the 
tariffs of the roads from which his delivering carrier receives 
freight are not on file at that station and that the railroads, 
under the present rules, are not required to post at a given 
station, all the tariffs to which they are parties. Therefore, 
that objector said, if one section of the tariff must be abandoned 


to save expense, it would be preferable to sacrifice the first and 
not the second section. 


N. 0. T. & M. BONDS 

The New Orleans, Texas & Mexico has been authorized in 
finance docket No. 1450, to issue $561,800 of first mortgage bonds 
series “A” as a pledge for a short-term note of $500,000 to be 
obtained from the Columbia Trust Company to replenish its 
treasury, at an interest rate not to exceed 7 per cent per annum. 
Inasmuch as two of the directors of the railroad company are 
also directors of the Columbia Trust Company, the Commission 
said the question has arisen as to the application to this trans- 
action of section 10 of the Clayton anti-trust act. That is a ques- 
tion, the Commission said, that it did not undertake to decide. 
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RAILROAD RELIEF LEGISLATION 


The Trafic World Washington Bureau 


President Harding is endeavoring to obtain some speed 
from the Senate interstate committee with regard to legislation 
providing for the funding of what the railroads owe the govern- 
ment on account of capital expenditures during federal control. 
Senator Townsend, as acting chairman of the committee, has 
called a meeting of that body for August 9, which Chairman 
Cummins is expected to attend and at which plans for expedit- 
ing legislation will be considered. 

President Harding has informed congressional leaders that 
he would like to see legislation authorizing the War Finance 
Corporation to advance money to the Railroad Administration 
enacted before a recess is taken by Congress, and an effort will 
be made to do that. 

Two bills have been introduced which are designed to meet 
the recommendations of the President, one by Senator Town- 
send, member of the Senate interstate commerce committee, and 
one by Representative Winslow, chairman of the House commit- 
tee on interstate and foreign commerce. 

Chairman Winslow did not anticipate that any action would 
be taken on his bill this week, and Senator Townsend said he 
was waiting on the return of Senator Cummins from Atlantic 
City or word that he approved the proposed legislation. The 
senator thought it possible that the committee might meet this 
week, but he did not think it likely that hearings would be held. 

It will probably be next week or later before the proposed 
legislation is taken up on the floor in Congress. Not much con- 
certed opposition to the legislation is anticipated, particularly it 
legislation providing for financial aid to the farmers goes through. 
The Administration plan originally provided for legislation 
authorizing the War Finance Corporation to aid both the rail- 
roads and the farmers, but the senators from the agricultural 
states objected to the tying together of the two subjects. 

The Winslow bill (H. R. 7994) provides for the addition of 
two new subdivisions at the end of section 207 of the transporta- 
tion act. It provides for the purchase of railroad securities from 
the President by the War Finance Corporation, limiting such 
purchases to $500,000,000. The Corporation may sell such securi- 
ties to the public. The Townsend bill (S. 2335) would amend the 
War Finance Corporation act so as to give the corporation the 
authority to buy not exceeding $500,000,000 of railroad securities 
from the Director-General of Railroads. With the exception of 
different phraseology the two bills would accomplish the same 
purpose. 

In a review of accomplishments of the last four months by 
various branches of the government in the direction of restoring 
normalcy, the White House, late July 29, had the following to say 
with regard to the railroads: 


The financial necessities of the railroads have long been recog- 
nized as of imminent concern to the entire country, not only because 
efficient transportation is vitally necessary, but also because there is 
hope for a resumption of industrial activity when the railroads are 
put in funds and enabled to begin buying the vast quantities of mate- 
rial which they need. In order to make this possible, the administra- 
tion has put forth a program which contemplates the early and rapid 
settlement of the accounts: between the railroads and the government, 
growing out of the period of federal control and operation. This set- 
tlement should enable the roads to become extensive purchasers of 
materials and thus greatly improve industrial conditions. In this 
connection the President has recommended to Congress that the 
War Finance Corporation should be given power to purchase railroad 
securities from the Director-General of Railroads in order to finance 
the settlements by the railroad administration. This proposal is 
merely a revival of the war-time powers of the corporation, under 
which it made advances of about $205,000,000 to the Director-General 
of Railroads and the railroad companies. Of this amount about 
$160,000,000 has been repaid. In connection with the advances previ- 
ously made the War Finance Corporation was able to give effective 
assistance to the general railroad credit situation by means of its 
intervention and the co-operation it was able to secure from bankers. 
It is expected that its intervention at this time will again have a 
beneficial effect on general railroad credit, and also that the corpora- 
tion will again be able to secure the whole-hearted co-operation of the 
— of the country in developing the market for railroad se- 
curities. 


PENNSYLVANIA WORKING RULES 


If the Pennsylvania Railroad adheres to the determination, 
frequently expressed in recent bulletins and notices, to continue 
negotiating working rules and regulations under its present 
policy, it is likely that a real test of the jurisdiction and powers 
of the Labor Board in the matter will soon be made. This is 
forecast by the decision of the board (No. 218) covering the dis- 
pute over representation recently heard before that body. The 
report was made public August 1. Both parties to the dispute are 
declared in the wrong on certain points and are ordered to begin 
the selection of representatives anew. 

The dispute arose when the officials of the Pennsylvania re 
fused to deal with representatives of the System Federation, 
choosing, instead, to negotiate with individuals elected by the 
workers on a ballot provided by the company, on which no pro 
vision for the selection of an organization was made. The board 
severely censures the carrier for this procedure, holding that it 
“had no more right to undertake to assume control of the selec 
tion of the representatives of the employes than the employes 
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would have had to supervise the naming of the representatives 
of the carrier, for the statute plainly provides that the employes 
shall ‘designate and authorize’ their representatives.” 

On the other hand, the System Federation is called to ac- 
count for not making provisions on its ballot for the selecting 
of individuals. The board prescribes a new ballot, which gives 
the voter his choice of either representation, and it further 
orders that any individual who does not represent an organiza- 
tion and who bears the signed authorization of 100 of his fellow- 
workers may sit in at conferences regarding rules and regula- 
tions. 

The road is declared wrong on two other points, because it 
chose to divide the system into regions for the purposes of nego- 
tiation and refused to recognize the right of the employes to 
select representatives who were not actually employed by the 
Pennsylvania. In the latter connection the board said: 


The Labor Board also holds that the employes may vote for repre- 
sentatives who are not employes of the carrier, if they so desire, just 
as the carrier may select a representative who is neither a director 
nor a stockholder. It is out of line with the customary procedure in 
this country to contend that a party to any suit or controversy in any 
court - tribunal shall be denied counsel and compelled to represent 
himself. . 


Both parties are then called to task by what the board con- 
sidered their failure honestly to strive to get together. It is 
pointed out that had the road acceded to the request of the fed- 
eraion to leave provision on its ballot for the selection of a rep- 
resentative organization, the dispute would not have developed. 


Neither of the parties to this dispute can serve the country, or 
justify themselves in the eyes of the public by any amount of propa- 
ganda, if they permit a controversy over small technicalities to inter- 
— commerce and bring loss and suffering upon themselves and the 
public. 

There is no question of the closed or open shop involved in this 
dispute and no other real matter of principle. The question involved 
is merely one of procedure. 

At a time when the nation is slowly and painfully progressing 
through the conditions of industrial depression, unemployment and 
unrest consequent upon the war, it is almost treasonable for any 
employer or employe to stubbornly haggle over non-essentials at the 
risk of social chaos. 


The question of jurisdiction is dismissed with a single sen- 
tence: 

The Labor Board acquired such jurisdiction, but that question is 
not of prime importance in this case. 


The Labor Board, August 4, followed up its decision of 
August 1, with respect to working rules on the Pennsylvania, 
by deciding docket No. 405 (decision No. 220), Brotherhood of 
Railway and Steamship Clerks, Freight Handlers, Express and 
Station Employes vs. Pennsylvania System. The question in- 
volved was: 


Was the procedure adopted by the carrier to ascertain who should 
represent the employes in the clerical and station service in the 
negotiations on rules legal and binding on the employes? If not, 
what steps should be taken to name the representatives of said class 
of employes in the conference on rules and working conditions? 


The decision of the board is as follows: 


The Labor Board declares that the election held by the carrier, 
as hereinbefore described, was illegal and void, and that the rules 
negotiated by the alleged representatives selected by said ballot will 
be void and of no effect. 

‘The board orders that another election be held to determine the 
choice of a majority of each of the three classes of employes above 
set out, as to their representatives in the negotiations of rules and 
working conditions. 

A conference shall be held on or before August 15, 1921, at such 
place as the carrier may designate (of which due notice shall be 
given to all interested parties) between the duly authorized repre- 
sentatives of the carrier and of the system board of adjustment of 
the Brotherhood of Railway and Steamship Clerks, Freight Handlers, 
Express and Station Employes; the duly authorized representatives 
of any other similar organization embracing in its membership any 
of the employes in either of said classes; and the duly authorized 
representatives of one hundred or more unorganized employes. 

Representatives of unorganized employes authorized to attend this 
conference must have the individual and personal signature and 
authorization of not less than one hundred employes of either of said 
three classes, said authorization also showing the place of employ- 
ment and the class of employes to which each belongs. 

Said conference will arrange all the details of said proposed ballot 
and election, along the same lines and under rules and reguations 
analogous to those provided for the shop crafts in Decision No. 218. 

When the ballots have been canvassed, the result shall be reported 
to the Labor Board, and the chosen representatives of the carrier and 
the employes will proceed with the negotiation of rules. 

_ If either party to this dispute should believe at any time that the 
spirit and intent of this decision is not being complied with, complaint 
should be filed with the Labor Board in the usual manner. 





PAYMENTS TO CARRIERS 


The Commission has issued the following additional partial 
payment certificates: Colorado & Southern, $340,000; Denison 
& Pacific Suburban, $1,800; Rio Grande Southern, $15,000: Boyne 
City, Gaylord & Alpena, $12,500; Alabama, Tennessee & North- 
ern, $22,500; St. Joseph & Grand Island, $40,000: Galveston 
Wharf Company, $39,000; Chicago & Erie, $336,500; Chicago 
Tunnel Company, $14,500; Tonopah & Goldfield, $80,000; Hunt- 
ingdon & Broad Top Mountain Railroad & Coal Company, $122.- 
285; Houston & Brazos Valley, $15,500. A certificate for $200,- 
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000 to the Pittsburg, Shawmut & Northern was issued under 
section 204 in partial payment on account of reimbursement of 
deficit. 

The Treasury Department has announced the following pay- 
ments to railroads under partial payment certificates issued by 
the Commission: Colorado & Southern, $340,000; Denison & 
Pacific Suburban, $1,800; Rio Grande Southern, $15,000; Tono- 
pah & Goldfield, $80,000. The Commission has issued a cer- 
tificate for $64,000 in favor of the Kentwood & Eastern Railway 
on account of the deficit suffered by that road during federal 
control. 

The Commission, August 3, announced that it had issued 
partial payment certificates to roads accepting the guaranty 
provisions of the transportation act, to tide the carriers over 
the first six months after the end of federal control, as follows: 
Midland Valley of Arkansas, $63,000; Bristol Railroad of Ver- 
mont, $3,000; North Fork of Pennsylvania, $20,000; and Ala- 
bama Northern, $3,000. 


The Railroad Administration announced on August 3 the 
following final settlements, and has paid out to the several roads 
the following amounts: Delaware, Lackawanna & Western 
Railroad Company, $5,000,000; Elgin, Joliet & Eastern Railway 
Company, $3,700,000; Gulf Coast Lines, $800,000; New York 
Dock Railway, $64,861; Fairchild & Northeastern Railway Com- 
pany, $10,000. The payment of these claims on final settlement 
is largely made up of balance of compensation due, but includes 
all other disputed items as between the railroad companies and 
the Administration during the twenty-six months of federal 


‘ control. 


RAILROAD VALUATIONS 
The Trafic World Washington Bureau 


The Commission, August 1, announced valuation data on 
five small railroads, including the Moshassuck Valley, the indus- 
trial carrier that has figured prominently in various reports in 
the second industrial railways case. All the final values an- 
nounced are as of June 60, 1916, except that relating to the 
Chicago & Wabash Valley Railway Company. The final value 
announced with regard to its property is as of June 30, 1915. 


The final value of the Chicago & Wabash Valley is $455,- 
500, reproduction new, $439,339 and reproduction, less deprecia- 
tion, $376,339. 


The final value of the Milledgeville Railway Company is 
$70,551; reproduction new; $88,659, and reproduction, less ce- 
preciation, $69,590; that of the Monroe Railroad Company, $119,- 
000; reproduction new, $131,040; and reproduction, less deprecia- 
tion $94,963; that of the Sugar Land Railway Company, $434,- 
983; reproduction new, $525,552; and reproduction, less deprecia- 
tion, $407,465. 


The final value of the Moshassuck alley Railroad Company: 


is put at $160,404; reproduction new, $128,451 and reproduction 
less depreciation, $94,414. The original cost was reported as hav- 
ing been $112,544. The road has non-carrier property valued at 
$137,678. President Sayles of that company owns 90 per cent 
of its stock. 


Tentative valuation reports on the properties of the Wichita 
Union Terminal Railway Company, the Ouachita & Northwest- 
ern Railroad Company and. the New Orleans, Natalbany & 
Natchez Railway Company were made public by the Commission 
July 30. Final values on the properties were fixed as follows: 
Wichita Union Terminal, as of June 30, 1916, $2,070,911; Ouachita 
& Northwestern, as of June 30, 1916, $354,944; New Orleans, 
Natalbany & Natchez, as of June 30, 1916, total used, $381,619; 
total owned, $368,769. 

Protests against final values heretofore tentatively fixed by 
the Commission have been filed by the Norfolk Terminal Rail- 
way Company, Norfolk Southern, Atlantic & North Carolina, 
Carthage & Pinehurst, Kinston Carolina Railroad Company, 
Carolina Railroad Company and the Texas Midland Railroad. 


The final value of the property of the St. Louis Southwest- 
ern Railway Company, as of June 30, 1915, has been fixed as 
follows by the Commission: Total used, $29,072,479; total owned, 
$26,792,424. The total capital obligations of the carrier on val- 
uation date amounted to $123,327,083.20. Of that amount $86,- 
827,083.20 is funded debt and the remainder capital stock. 


The property of the Union Freight Railroad Company, a5 
of June 30, 1915, was valued at $429,833. 

A final value of $686,444 was placed on the property of the 
Manistique & Lake Superior, as of June 30, 1915. 

The property of the Montpelier & Wells River Railroad was 
valued at $1,750,000, as of June 30, 1914. 

The Commission has stated the final value of the Jonesboro, 
Lake City & Eastern Railroad Company, as of June 30, 1916, 
at $1,117,328; cost of reproduction new, $1,264,884, and cost ol 
reproduction, less depreciation, $968,543; that of the Portland 
(Me.) Terminal Company at $7,022,530; cost of reproduction 
new at $6,001,170, and cost of reproduction, less depreciation, 
$4,382,255. 
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Be a Certified 
Traffic Manager 


Learn By This 
ILA ulsily| 


‘\ 
(7 $2,500 to $10,000 


A Year and More 


Get into this new big pay field now! The traffic director of a Detroit 
concern earns $19,500 a year—a Cleveland traffic man receives $24,000. 
Of course every man cannot equal these brilliant successes, but number- 
less traffic positions pay from $2,500 to $10,000 a year. The work is 
fascinating and intensely interesting and the rewards are big. Thou- 
sands of men are needed now. Why don’t you qualify for one of these 
big pay jobs? 


Learn in Spare Time 


You can quickly master the secrets of traffic management through 
our simple method of spare time study. The American Commerce Asso- 
ciation staff of experts can qualify you for a good traffic job in an 
amazingly short time. You don’t need to take a moment’s time from 
your present work—and after you have qualified we assist you to secure 
a well-paid position. 


Write for Free Illustrated Booklet 


Let us send you this free illustrated book on traffic management and 
traffic opportunities. Find out what we have done for hundreds of suc- 
cessful members and what they say of the A. C. A. Learn how we can 
help you to a lasting success and a-position of prestige and importance. 
Don’t delay! Send us a postal today! Address 


AMERICAN COMMERCE ASSOCIATION 


Dept. 28-A 4043 Drexel Blvd., Chicago, II. 








Standard Prices 


$15.00 Bentley Phrase Code, 
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No Waiting No Writing 


NEW YORK, N. Y., 115 Broad St. 
PHILADELPHIA, PA., 308 Parkway Bldg. 
BOSTON, MASS., 732 Colonial Bldg. 
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Add Postage to Destination, 40c. 


H. BENSINGER CODE BOOK DISTRIBUTORS 


15 Whitehall St., New York City. 


**A child can find them”’ 


FREIGHT RATES 


To and from points in the United States and Canada 


This publication furnishes the Financial, Purchase and Sales Executives’ 


“MISSING COSTS” 


Getzler’s Guide, Inc., Rochester, New York 


Publishers of Loose Leaf Freight Rate Issues 


—OFFICES— 
CHICAGO, ILL., 412 Standard Trust Bldg. 
DETROIT, MICH., 506 Garrick Theater Bldg. 
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~~ ig your lost ship- 
ments; show con- 
signees your goods will 
always come through. 
Do it with Duo-Safety 
Shipping Tags. 

Big shippers of the 
country have adopted 
these tags. As a result 
they have no more lost 
shipments. 


 DUO-SAFETY 
SHIPPING TAG 
The Tag with the Safety 
Identification Stub 
See the illustration. The stub always stays with the ship- 
ment and carries your return address. If the tag is destroyed 
or mutilated, the carrier merely notifies you, asking for 
shipping instructions and the goods go forward promptly. 
We also make coupon tags, work tags and tags for every purpose. 


Main Office and Factory: Chicago, Illinois, U.S. A. 


New York City SALES OFFICES Los Angeles, Cal. 
St. Louis, Mo. Kansas City, Mo. Boston, Mass. Cleveland, Ohio 
Denver, Colo. Detroit, Mich. Rochester, N. Y. Milwaukee, Wis. 


INTERNATIONAL TAc @. 


TAG SERVICE 
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- Our Prices 
8.60 





We Sell All Codes Published. 


CABLES: ‘‘MULTIGRAPH,’’ N. Y. 









No Telephones No Tariffs 


WASHINGTON, D. C., 433 Munsey Bldg. 
SAN FRANCISCO, CAL., 461 Market St. 
LOS ANGELES, CAL., 467 Pacific Elec. Bldg. 
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THE DISQUE RATE DOCTRINE 


Editor The Traffic World: 

Your editorial July 16 commenting on the tentative report 
of Attorney-Examiner Disque and the report itself are certainly 
very interesting reading. There is no doubt of the thoroughness 
of the manner in which Mr. Disque has presented his case on 
behalf of the National Live Stock Shippers’ League and, assum- 
ing that this industry is in such a serious condition, the stock- 
men have apparently reasonable grounds for seeking relief, irre: 
spective of whether their distress is due directly or otherwise 
to increased freight rates. I also agree that, from an economic 
view, rates on certain commodities are too high, or more than 
the traffic will bear under present conditions; but the situation 
is complex and will require careful and thorough investigation 
by the I. C. C. in view of the direct orders issued to the Com- 
mission by Congress in the enactment of the transportation act 
of 1920. 

I believe that, had the award in Ex Parte 74 been made 
effective twelve or eighteen months earlier, the railroads might 
possibly have earned the 6 per cent net revenue which the award 
was hoped to produce and petitions for reduced rates would 
have been more favorably considered at this time. 

With, perhaps, a few exceptions, all industries during war 
time did abnormal business and on a strictly profitable basis 
by adjusting their prices to conform with operating expenses; 
but the railroads continued to operate without any material in- 
crease in rates until the rush in business had subsided and, 
consequently, received no benefit from such increase. When 
adverse trade conditions began to be felt that unfortunate trait 
in human nature, selfishness, began to assert itself and protests 
by the thousands were sent out against increase in freight rates 
generally. It is a well established fact that a large majority 
held and still hold that the increase was partly, if not wholly, 
responsible for the depression in trade and that the railroads 
should assume the initiative by reducing their rates. 


That some of the petitioners have just and reasonable 
grounds for complaint is not denied, but as I am not sufficiently 
familiar with present rates or the volume of livestock movement 
in the west, any comment on my part would be out of order: 
but I do know that in this section, from the inherent nature of 
the traffic, requiring, as it does, exceptional service to comply 
with the law, the transportation of livestock is not a strictly 
profitable business for the carriers, it being very often neces- 
sary to call out extra train crews to move a relatively small 
number of cars. 

The statement of Mr. Disque that the American people are 
becoming vegetarian is perhaps more or less true, though I 
hardly believe this is from choice, but rather on account of 
prevailing conditions and the continued high prices of meat de- 
manded by the retailers. The whole situation revolves on “too 
much prosperity” and the after effect is bitter medicine to swal- 
low; but similar conditions have existed before, though prob- 
ably not so acute, and we will eventually recover or, to use the 
now common term, get back to normalcy. 

The railroads realize that high rates are possibly retarding 
the movement of certain commodities, but say they cannot con- 
sistently recommend reductions unless reasonable assurance is 
given that doing so will start a demand for a particular com- 
modity and incidentally increase their revenue. This argument 
is logical, and no doubt the same view is taken by the Com- 
mission in considering the petitions for reduced rates. 

I do not wish it to be inferred from my expression of opinion 
that I am opposed to any movement towards lower rates, but 
it has been made clear that a general reduction would not have 
the effect of restoring business prosperity. In other words and 
by way of illustration: 

“A,” on account of dull business, endeavors to sell to “B” 
a supply of certain materials, but “B,’ being in the same boat 
as “A” and. having sufficient material on hand for his present 
needs, besides an accumulated stock of finished product, hesi- 
tates. Would the fact that the freight rate on this particular 
commodity had been reduced, offer any inducement for a sale? 

In regard to our foreign commerce, Commissioner Crissinger 
says: “There is not now that freedom of commercial interchange 
which in normal times is the great equalizer and leveler.” The 
high rate of foreign exchange, and the prevailing unsettled con- 
ditions in European countries are, no doubt, relative factors 
in our foreign trade situation and as a result our surplus 
products are thrown on an open market with little or no demand. 

This is the unfortunate condition that has now been in 
existence for over twelve months, and the prophecies made by a 





large number of our prominent men a year ago have so far failed 
to materialize so, as it is, 


Everybody says that Somebody should lead the great parade 
Of Industry and Commerce—leave depression in the shade. 
But Mr. Somebody says that Everybody, so far as he can see, 


Has passed the buck to the railroads, and the ‘I. C. C 


Some Shippers say 
grave; 

But the railroads take it calmly, and let the shippers rave. 

Now Anybody and Everybody are wondering what will be 

The ultimate decision of the “I. C. C.” 


high freight rates have made trade conditions 


Kindly excuse this horrible attempt, but it does appear as 
if everybody were “passing the buck” and leaving it to the 
other fellow to start something. We are looked on by other 
nations as leaders of progress; surely we cannot afford to lose 


that reputation by remaining passive during this period of re- 
action. 


B. Scrivener, Traffic Department., 


Acheson Graphite Company. 
Niagara Falls, N. Y., July 28, 1921. 


Editor The Traffic World: 


We usually are in accord with your sentiment on state rates 
regulated by the Interstate Commerce Commission. However, 
we feel that your editorial of July 23 unduly criticizes Commis- 
sioner Lewis, when all of the facts have been carefully con- 
sidered. Our reasons for reaching this conclusion are: 


1. The new transportation act is apparently faulty with respect 
to the jurisdiction of the Commission over state rates, as indicated by 
the different interpretations placed on it by the competent authorities. 

2. The fact that Commissioner Esch, who is presumed to know 
the intent of Congress, was silent, indicates to our mind that he is 
uncertain as to the extent of the Cmmission’s authority regardless of 
what Congress intended. 

3. Section 13, subdivision 3, of the new act indicates very clearly 
that Congress recognized the state authority, as it expressly states 
that when there shall be brought in issue any rate, fare, charge, 
classification, regulation or practice, made or imposed by authority of 
any state, the Commission, before proceeding to hear and dispose of 
such issue, shaJl cause the states interested to be notified of the 
proceeding. The Commission may confer with the authorities of any 
state having regulatory jurisdiction over the class of persons and 
corporations subject to this act with respect to the _ relationship 
between rate structures and practices of carriers and subject to the 
jurisdiction of such state bodies and of the Commission; and to that 
end, is authorized and empowered, under rules prescribed by it, and 
which may be modified from time to time to hold joint. meetings with 
such state regulating bodies on any matters wherein the Commission 
is empowered to act and where the rate-making authority of a state 
is, or may be. affected by the action taken by the Commission. . 

4. The Commission evidently recognized that the state bodies 
have same authority as indicated by the various state cases that have 
been heard. ; : 

5. Section 1, subdivision 2, specifically provides that the pro- 
visions of that act shall not apply to the transportation of passengers 
or property wholly within one state and not shipped to or from a 
foreign country, from or to any place in the United States as afore- 
said. 

It appears to us that the Commission assumes that its only 
jurisdiction over state rates is to remove discrimination of 
undue prejudice. With this in mind, we respectively submit 
that the majority opinion, in the Kansas rate case, was com 
pelled, by the record submitted, to remove the apparent dis 
crimination as a whole and not by reason of an arbitrary power 
that permitted them to override the Kansas Public Utilities Com- 
mission. In other words, we think that if an elaborate record 
had been presented, showing the individual rates applicable to 
intrastate traffic that were higher than interstate rates, the Com- 
mission would have decided that such rates would only be in- 
creased an amount that would bring them up to the interstate 
rate increased by 35 per cent. 

This view seems plausible after a study of that portion of 
Commissioner McChord’s opinion that reads: 


As we understand it, these inconsistencies (higher intrastate 
rates) are referred to by the Court of Industrial Relations, not with 
the idea that we should here correct them, but as reason why We 
should not supplant the general increase of 30 per cent in Kansas 
with one of 35 per cent. The inconsistencies that are pointed out are 
not new developments, but are matters of long standing. Howevel, 
in this connection, we may call attention to the amended orders 
several intrastate cases that have been before us, which provide tha 
no carrier is required to maintain a higher intrastate rate than its 
corresponding interstate rate. 


Now, if Congress intended to divest the various states of 
their power to prescribe rates within the state, by that portion 


of the act as reflected in Section 15-A, subdivision 2 and 3, which 
provides that the Commission shall initiate, modify, establish 
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ROUTE YOUR CARGO VIA 


Mobile Gulfport=Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 


We Solicit General Cargo 


LIVERPOOL AND MANCHESTER 
“MARDEN CREB” .occccccccccveses Due early August 


“Be” «© OF BED occ cccccwccces Due about September 8th 
ee Due late September 


HAMBURG AND BREMEN 
SRO. aiab c0sedcsswaccwiwegil Due Mobile August Ist 
fe TE. -ostvesh'es see nenocwaw en Due about August 20th 













“RAISE GIR ois. occscecsescciwseed Due September 18th 
BRISTOL CITY AND AVONMOUTH 
“PABEARC TMG ccccscsicccevees Loading. Sailing August 3rd 

“WADE: GE BOB. cccccisccsiccces Due late September 
BRISTOL CITY AND GLASGOW 
“NEGO” QR TINS, © 6.iscinececasiveweeet Due late August 
LONDON 
“COAHOMA COUNTY” ............. Due Mobile August Ist 
eS ere Due late August 








LONDON AND HULL 


“ANNEBTON” 0 BER.. o:.c:c:c0iccccseiees Due about September 14th 
ABERDEEN AND LEITH 
“CLAVARACK” or Sub. ............. Due Mobile September 4th 


Waterman Steamship Corporation 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 


San Francisco Warehouse Co., s,. 


We make a specialty of distributing pool car shipments and warehousing merchandise of 
every description at San Francisco. 


Write us with reference to your San Francisco business. 
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Merchandise 


STORAGE 
DISTRIBUTION 


North Kansas City Development Co. 
730 Railway Exchange Kansas City, Mo. 









625 Third Street 
Francisco, California 


Are You Using the Best 
Warehouse in Every City? 


The American Chain of Warehouses, Inc., Is Accepted by 
the Largest Mercantile Houses as the Standard 
in Warehouse Efficiency 


A large per cent of the commerce of this country 
must be handled at one time or another by public 
warehouses. In selecting a custodian of your mer- 
chandise the same care should be exercised as in 
selecting a Banking House to handle your funds. 


The AMERICAN CHAIN OF WAREHOUSES is 
a system of the largest, most reliable and competent 
warehouse companies in America, forming an organi- 
zation international in character and unlimited in its 
usefulness to shippers. 


Send for illustrated directory of American ware- 
house and transfer companies, just off the press. 


American Chain of Warehouses, Inc. 
F. ROCHAMBEAU P. F. CASSIDY, 
Executive Secretary Chicago Representative 


General office, 39 Beach St., New York 203 S. Dearborn St. 
Telephone 1150 Canal, Extension 9 Telephone Harrison 3300 











R. B. YOUNG, President and Manager 


Savannah Bonded Warehouse & Transfer Go. 
312-314-316 WILLIAMSON STREET P. 0. Box 985 


General Storage — Re-Consigning — Distributing, Forwarding — 
Prompt and Efficient Service, Exceptional Facilitles—Custom House 
Brokers—Track Connections with all Rallroads and Steamship 
Docks—Members American Chain of Warehouses—Members Amer- 
ican Warehousemen’s Association. 
Phone No. 4883 SAVANNAH, GA. 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 





Teaming of Every Descriptlon—City Delivery Service and Carload 
Distributors 


ROCHESTER, NEW YORK 


General Storage Carload Distribution 


Members American Warehousemen’s Association and American Chain of Warehouses 


B. R. & P. WAREHOUSE, Inc. 


EL PASO, TEXAS 


GENERAL STORAGE DISTRIBUTION 
BONDED SPACE FOR GOODS SHIPPED IN BOND 


INTERNATIONAL WAREHOUSE CO., Inc. 
200,000 Sq. Ft. Floor Space — Fireproof — Bonded — $200,000 Capital 
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or adjust rates so that carriers as a whole earn an aggregate in- 
come equal, as nearly as can be, to a fair return on the aggre- 
gate value of the property of such carriers held for and used 
in the service of transportation, then we conclude that it is only 
mockery to hold hearings in any state case and that expense 
should be avoided by immediately amending the law so as there 
can be no doubt as to its meaning. If learned lawyers disagree 
as to the authority it extends, then the ordinary layman, who 
is presumed to know all the law, has little chance. 

In conclusion, we add that we believe Commissioner Lewis 
was constrained to take the broad view. He evidently felt that 
on the record all of the discrimination was not against inter- 
state commerce, and those intrastate rates that were higher than 
corresponding interstate rates should not be further increased 
beyond the interstate rate. 

We do not presume to be a critic, but express these thoughts 
merely to show that we are one of the many who believe the 
law should be amended. 

Walter A. Zelnicker Supply Co., 


W. P. Malott, Traffic Manager. 
St. Louis, Mo., August 2, 1921. 


WHY A MERCHANT MARINE? 


Editor The Traffic World: 

Your reader will attempt to deal in all soberness with the 
set of questions you have propounded in your issue of July 23 
on the above subject. 

Is there anything sacred in the doctrine of an American 
merchant marine or any lack of patriotism in being opposed 
to such an institution as an economic extravagance? 

I would construe Webster’s definition of the word “sacred” 
to imply something pertaining to an ideal, and, without chance 
of contradiction, I would say that the entire American nation 
has nearly idealized those days when America was supreme in 
its proud position as the world’s first maritime nation. The 
doctrine is surely a good one and as nearly idealistic—or should 
be with Americans—as our doctrine of democracy. Measuring 
our three years of existence as a maritime nation of modern 
days with the many laborious days and years expended by, for 
instance, England before that nation attained her position as 
a powerful mercantile-marine nation, I feel constrained in deny- 
ing your implication that our strivings toward maritime im- 
portance should already be described as an economic extrava- 
gance and a definite failure. More properly, and until time 
proves otherwise, why not call it an investment rather than an 
extravagance? 

Can an American merchant marine be maintained without 
taxation on the public? 

Yes. With a resumption of normal times, a study of the 
past before the world war, and with wise administration of our 
gigantic resources, it is entirely feasible to turn our merchant 
fleet into a distinctly profitable ally to our other foreign trad- 
ing resources and accomplishments. 

Is John Smith willing to be taxed, etc? 

In the same manner that the said Smith may be willing 
to be taxed for the erection of a great irrigation sluice which 
will in time transform his scraggly, barren, dry farm into a 
stretch of fertile fields, John Smith must surely be willing and 
should be made to pay his due of taxes. 

Does Bill Jones, etc., care? If he ought to care, why? 

The average Jones, I sincerely believe, cares and feels a 
certain material pride in the thought that America has at last 
—and after a long period of ignominious deprivation—come back 
into her own. He should feel—as does John Smith—that his 
taxes, paid to bring into being an institution of economic and 
international influence, could be no better applied, and, further, 
is a call on him only temporary in nature to end in a compara- 
tively short time. 

Should John Smith pay taxes so that Bill’s care may be 
gratified? 

Like the well known Siamese Twins, the future of John and 
Bill are so indissolubly blended, that both will gain in the ac- 
complishment of the ideal of maritime leadership, and in the 
absence of such power, both will surely lose. 

If an American merchant marine cannot be maintained, 
etc? 

If an American merchant marine cannot be maintained 
without a yearly loss without ending, so large as to be incom- 
mensurate with the manifold benefits accruing from such a tre- 
mendous and profitable ieverage in world-wide trading, then no 
amount of patriotism nor any measure of ideals can—or should 
—permit us to maintain such an uneconomical position. 

I may here digress from the obviously difficult task of 
answering your questions to quote interesting and graphic facts 
and figures reflected by the economist, Mr. Pipp of “Pipp’s 
Weekly,” in a recent article. He has termed them “concrete 
figures,” and those which I shall quote are quite striking enough 
in the premises to merit the term “concrete.” 

Reducing our unit of taxpayers to the head of a family— 
that is, one out of every five to “foot the bills,” or 25,000,000 heads 
of families as a calculating unit, which is extremely liberal— 
note the estimated costs of different items of our government 
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for 1921, based on what each head of a family is expected to 
pay: 
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IONE ING, SMITOINCS o..o.c. 0 0.50. 0:00 010 0 Sie waisrece-cteoe.aecisieletecce WOOO 
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General government expenditures...........cccccccccccce 30.00 
MEIRUREL, Tei eicknigics sis ie aie: Cicaici viele leieter ee nt Fide wecais.eisiee ciginielSaiciee sie O00 
I NS acdc oh a asta sae ac aranicenere Orsi rab eee eieiale al ararerd arate 5.00 


Again I ask you to note that Smith and Jones will pay 
taxes to support our railroads, amounting to $25, and to sup. 
port our merchant marine, $5. 

I am not sure that your further questions are for my an- 
swering. I would judge, instead, that they are rather questions 
in the way of advancing your opinions on this momentous sub- 
ject. We agree with you thfat the LaFollette law must be re. 
pealed, or at least certainly amended to a sufficient extent that, 
while safeguarding the interest of American labor to insure 
justice to those who “go down to the sea in ships” and who 
keep our ships on the seas, will enable us to economically pro- 
gress toward a perfect sea-service. Just as the railroads are 
writhing—or very cleverly simulating—in the throes of com- 
bined federal and private mis-management, so is the emergency 
fleet suffering inward cramps from too much theoretical medi- 
cine and change of doctors. 

When you refer to the merchant marine as a dead thing, 
requiring artificial respiration, you surely must be associating 
your thoughts on the subject of the merchant marine with the 
present depression in railroad securities. ‘The questions con- 
fronting the railroads and our merchant marine are similar in 
that both branches of our nation’s resources are suffering from 
a common malady—namely, the poisonous effect of the most 
extraordinary business depression within the memory of most 
men of business. They can both recover, and the main essential 
for recovery is a resumption of business along the scale to which 
we had accustomed ourselves prior to 1914. With a resumption 
of such conditions, you will, without doubt, witness a recovery 
in both instances, which will go far toward answering most of 
the questions which have agitated your editorial columns in 
recent years. Of course, if you regard as hopeless an improve- 
ment in American railroads, we may all, in despair, give up 
the question of an American merchant marine. 

As I have said, I believe that the railroads and the mer- 
chant marine are so closely bound—and will continue to be <o 
bound in the future—as to constitute either a future joint 
menace or joint advantage. 

You refer to the use of foreign bottoms for taking care of 
our aspirations toward influence and profit in foreign trade. 
Surely, you have been observing the spasms of- pain and per- 
plexity that other nations have been indulging in simultaneously 
with the birth of our own confusing problems? Witness the 
problems of Japan, England, Norway, and Denmark. Is it be 
cause a LaFollette has sprung up in those countries to harass 
the taxpayer and worry the men who administer the affairs of 
Or, rather, is it not because the same pincer 
that is squeezing cries of agonized (and agonizing) pain from 
our steamship operators and all tax payers is getting in its 
same direful and depressing work in those countries? If I make 
myself vague, I refer to world-wide depression in all business. 

The emergency fleet is a burden right at this time. The 
Heavens will witness to the fact that the railroads are assuredly 
a burden on the creaking backs of American taxpayers; but 
do you believe—even in its worst aspect—that our railroad sys- 
tem is actually, and in the true sense of the word, a real burden 
to us and not an advantage which can and will eventually be 
turned back into its one-time national asset? If you believe the 
railroads are a burden and that we should sell our railroads to, 
say the Canadian Pacific or the National Railway de Mexico, for 
operation for account of American business, then I agree with 
you that we should throw up the sponge and give away, if needs 
be, our magnificent and hitherto mis-managed fleet of brand-new 
merchant ships. 

D. A. Dimitry, Traffic Manager, 
New Orleans & South American Steamship Co. 
New Orleans, La., August 2, 1921. 





CANTALOUPE SHIPMENTS BREAK RECORDS 


The Market Reporter, issued by the U. S. Department of 
Agriculture, says: 


The car-lot movement of cantaloupes from the Imperial Valley, 
California, although not complete for the season, now exceeds 4 
previous records. - 

’ On July 9 the movement had reached 9,952 cars, or 857 cars 1 
excess of the total movement of 1920, which was the heaviest of pre- 
ceding seasons. 

Although the movement has been exceptionally heavy, the total 
might have reached 12,000 cars had it not been for the ravages 0 
aphis, which resulted in the condemnation of between 6,000 and 8,000 
acres of late melons, according to the horticultural inspectors. ; 

To move upward of 10,000 cars of iced cantaloupes in such a short 
time has been a herculean task. Probbably no such marketing prob- 
lem in the United States ever has been handled with so little con- 
fusion. At no time was there a shortage of cars. Ice was plentiful, 
and the excellent service of the transportation companies is _ reflecte 
in the reports of the good quality and condition of the melons now 
arriving on the market. 
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BALTIMORE 


PORT of LOS ANGELES and SAN FRANCISCO 
and HAWAIIAN ISLANDS 


Express Freight and Passenger Service 


S.S. HAWKEYE STATE 
S.S. BUCKEYE STATE 
Sailing from Baltimore every 35 days 







Rates and Space on Application 


MATSON NAVIGATION COMPANY 


Managing Agents United States Shipping Board 


BALTIMORE SAN FRANCISCO HONOLULU 
26 So. Gay St. 120 Market Street Castle & Cook, Ltd. 













REGULAR SERVICES 
k&, REIGHT and PASSENGER 


Between 
MONTREAL 
BOSTON 

and 
QUEENSTOWN ANTWERP BRISTOL 


PLYMOUTH HAMBURG GLASGOW 

LONDON MEDITERRANEAN HAVRE 
ROTTERDAM 
DANZIG 


NEW YORK 
BALTIMORE 


PHILADELPHIA 
PORTLAND, ME. 


O 
LONDONDERRY LIVERPOOL 
CHERBOURG SOUTHAMPTON 
LEVANT 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 


NOSA LINE 


Monthly Sailings to Principal Ports _ 

West Coast, South America—Direct Service 
Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 
and Colombian Ports 


Three week freight sailings 
Haitien, Dominican and Cuban South Side Ports 
For particulars apply 
604-12 Queen & Crescent Bldg., New Orleans, La. 
New York Office: 10 Hanover St. Chicago Office: 646 Marquette Bldg. 
5 Cable Address: ‘‘Orleanship’’ 
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South American S.S. Co. 
INCORPORATED 


THREE STAR LINE 


(Sté. les Affréteurs Réunis) 


REGULAR FREIGHT SERVICE 


BETWEEN 
NEW YORK—PHILADELPHIA 
AND . 
Casablanca, Cadiz, Tangiers, Ceuta, Gibraltar, 
Algiers, Barcelona, Marseilles, Genoa, Leghorn. 





Through Bs/L for all ‘ports of Spain, Morocco, Algéria, 
Tunisia, Cette, Nice and Near East 


General Offices: 23 Bridge Street, New York 


Chicago Agent: M. E. Kienappel, 142 So. Clark St. 
Philadelphia Agent: Earn Line, Bullitt Building 
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Camphuis & Company, Inc. 


Forwarding Agents 
LAREDO - TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


Package Cars to Mexico City and 
Other Points in Republic of Mexico 


We do not operate special trains, 
enabling us to reforward your 
shipments on first available serv- 
ice, and insuring quickest possible 
delivery at destination. 


Traffic in Mexico Improving Daily 


Write us for full particulars and request 
a copy of our shipping instructions. 


OFFICES: 


Laredo, Texas El Paso, Texas Eagle Pass, Texas 
Nuevo Laredo, Tamps., Mexico Juarez, Chih., Mexico 
Piedras Negras, Coah., Mexico Mexico City 





Pacific Mail Steamship Co. 


Under American Flag-PASSENGERS AND FREIGHT-Established 1848 





TRANS-PACIFIC SERVICE 
**The Sunshine Belt to the Orient’’ 


San F-ancisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 
Hongkong 
Passenger and freight sailings by new and luxurious U. S. Shipping Board 
steamer S. S. Golden State (August 20th); S.S. Empire State (October Ist); 
U.S.S. B. steamer (October 15th); S. S. Golden State (October 29th); 
and pending delivery 3 other U.S. S. B. steamers 


MANILA-EAST INDIA SERVICE 
San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
Singapore, Colombo, Madras, Calcutta 
Passenger and freight sailings monthly by 
S. S. Creole State (August 13th); S.S. Wolverine State (September 14th) 
S. S. Granite State (October 15th) 


PANAMA SERVICE 


San Francisco to Mexico, Central America and Canal Zone 
Passengers and freight sailings every 10 days, 5 steamers 


SAN FRANCISCO-BALTIMORE SERVICE 


(Passengers and Freight) 
Via Los Angeles Harbor, Manzanillo, San Jose de Guatemala, La 
Libertad, Corinto, Panama Canal, Kingston, Havana 
S. S. Venezuela sails from San Francisco August | Ith 
from Baltimore September 20th 
S.S.Colom bia sails from Baltimore August 30th 
S. S. Ecuador sails from San Francisco September 15th 


Also four Class Al steel steamers (freight only) with additional calls at 
an Juan (Porto Rico), Jacksonville, enath, Norfol 


SHANGHAI-HONGKONG-CALCUTTA SERVICE 


Between Shanghai, Hongkong, Saigon, Singapore, Penang, Rangoon, 
Calcutta 


Freight only. Sailings every ten days—eight U.S. S. B. steamers 


Through bills of lading issued to and from points beyond ports of call 


General Passenger and Ticket office: 621 Market St., San Francisco 
General Offices: 508 California Street, San Francisco 


10 Hanover Square, N. Y. 400 Exchange Place, Baltimore 
Managing Agents: U. S. Shipping Board 
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REVENUE FREIGHT LOADING 


The Trafic World Washington Bureau 


An increase of 14,096 in the number of cars loaded with 
revenue freight the week ended July 23, compared with the 
previous week, was shown by reports received from carriers 
by the car service division of the American Railway Association. 
The total for the week was 790,348 cars, which was, however, 
a decrease of 138,070 cars compared with the corresponding 
week last year and a decrease of 119,334 cars compared with 
the corresponding week in 1919. 

The principal increase the week of July 23 was in the load- 
ing of grain and grain products, which totaled 64,919 cars, or 
7,928 cars more than during the preceding week. This total was 
29,442 cars greater than that for the corresponding week in 1920 
and 13,374 cars in excess of that for the corresponding week in 
1919. It also was 7,804 cars above the peak loading of any week 
since January, 1919, which is as far back as the car service di- 
vision records go. 

Tabulations also show that from June 1 to July 28, inclusive, 
362,800 cars were loaded with grain and grain products. This 
is 100,000 cars more than were loaded with that commodity dur- 
ing the same period last year. It also exceeded the loadings 
for the same period in 1919 by 83,400 cars. 

An increase of 4,804 cars in the number loaded the week 
of July 23, compared with the week before, with merchandise 
and miscellaneous freight, which includes manufactured prod- 
ucts, was also reported. The total for the week was 467,889 
cars, which was, however, 48,796 cars under that for the cor- 
responding week last year. 

Coal loadings totaled 152,142 cars, or only 26 cars more 
than during the preceding week, but 49,448 cars under that for 
the same week last year. It was also 31,641 cars below the 
total for the corresponding week in 1919. 

Tabulations show that the loading of livestock totaled 24,- 
689 cars for the week, which was a decrease of 113 cars com- 
pared with the week before, while coke loadings increased 191 
cars to a total of 3,928 cars. Forest products fell off 911 cars, 
the total being 43,126, and ore loadings were 33,655 cars, or an 
increase of 2,171 cars over the preceding week. 


Except for grain and grain products, the loading of all com- 
modities was less during the week than during the correspond- 
ing week in 1920. 


Compared by districts, all reported increases in the number 
of cars loaded compared with the week before, but there were 
reductions in all except the Southwestern district, compared 
with the corresponding week last year. 


CAR SURPLUS AND SHORTAGE 


The Traffic World Washington Bureau 


Freight cars temporarily out of service due to the business 
depression totaled 555,168 July 23, according to reports received 
from the railroads of the United States by the car service divi- 
sion of the American Railway Association. This is a reduction 
of approximately 10,000 since July 15. : 

In reaching this total the car service division takes into 
account the total number of cars now in excess of current freight 
requirements, as well as the number of cars now awaiting 
repairs, above seven per cent of the total. Officials of that or- 
ganization believe that this percentage, while higher than the 
accepted maximum of the pre-war period, probably represents 
a better standard for present comparisons, due to the difficult 
conditions respecting labor and materials during the last three 
years. 

The change in the method of compiling the number of idle 
cars is due to the fact that the car service division has felt that 
the data heretofore presented to the public relative to surplus 
cars did not go far enough in picturing the true situation, but 
that some recognition should be given to the number of bad- 
order cars, owing to the fact that the latter are closely related 
to the subect of cars idle because of the business depression. 

Reports show that surplus cars July 23 numbered 350,772, 
which was a reduction of 21,278 cars, compared with the total 
on July 15. This reduction was due principally to’ the increased 
demand in the central western region for grain cars. Surplus 
box cars totaled 119,442 cars, which was a decrease of 16,191 
compared with the earlier date, while surplus coal cars were 
reduced 5,049 to a total of 168,568. Surplus stock cars fell off 
628 during that period, so that on July 23 they numbered 16,297. 


Reports from the central western region show that the de- 
crease in the number of surplus cars reported in that territory 
was not offset by any incease in the number of cars needing 
repairs, but that the freight car situation in that part of the 
country has taken a turn for the better. 

Due to the demand for grain cars, a shortage of 2,768 freight 
cars was reported to the car service division, of which 2,500 
represented box cars. This was an increase of 1,500 over. the 
total shortage reported on July 15. 

Carg in need of repairs July 15 totaled 365,092, or 15.9 per 
cent of the cars on line, compared with 354,611, or 15.4 per cent, 
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on July 1. Allowing for 7 per cent being normal, cars in neeg 
of repairs above normal totaled 204,396, which, added to the 


total surplus, means 555,168 cars out of. service because of busi- 
ness conditions. 


FREIGHT CARS IN SERVICE 


The Trafic World Washington Bureay 


Statistics have been compiled by the Bureau of Railway 
Economics covering freight cars in service at the end of all 
years from 1911 to 1920, inclusive. The increase in that period 
of ten years in the number of freight cars in service has been 
only 237,162. 

From December 31, 1917, to December 31, 1919, there was 
an actual decrease of 125,324. The complete table folows: 


As of Freight Cars. As of Freight Cars. 
Se | | re 2,145,050 5) | ee 2,264,233 
cw | | 2,168,223 December 21, 1917..... 2,507,536 
So? = > See 2,237,446 December 31, 1918..... 2,426,514 
sune 30, T5914... 6... ccese 2,291,750 December 31, 1919..... 2,389,860 
de a. 2,286,792 December 31, 1920..... 2,382,212 





G. M. & N. CREATES TONNAGE 


The Gulf, Mobile & Northern Railroad Company has, tribu- 
tary to its line, between seven and ten million acres of cut-over 
land, and, realizing the importance of turning this land into 
some useful purpose, it has, as one of its methods of encourag- 
ing agricultural development in that section published rules and 
regulations, approved by the Commission, providing a refund 
of its earnings on agricultural limestone when applied to the 
soil. 

The state of Mississippi, recognizing the need of providing 
limestone, operates two quarries, one at Waynesboro and one at 
Okolona, which makes limestone available to the farmers at a 
low price as compared with prices obtained at privately operated 
quarries. About three to five tons an acre are necessary to 
sweeten the soil and make it adaptable for growing better crops. 
The cost of conditioning this land has heretofore appeared pro- 
hibitive. The cost under the present arrangement, with the 
state and the railroad co-operating, is from $2 to $4.50 an acre, 
which puts the limestone within reach of most land owners. 

The method employed in this work is to have limestone 
billed as commercial shipments and regular freight charges col- 
lected, and when the material has been applied to the soil a 
refund of the Gulf, Mobile & Northern Railroad Company’s gross 
earnings, less the per diem accruing on the cars, is made on 
presentation of a certificate from the county demonstration agent, 
employed by each county. 

In reply to the suggestion that it might seem that the rail- 
road is sacrificing a great deal, especially in these times when 
it is hard to make revenues meet expenses, the road says some- 
thing must be done to provide traffic after the lumber has been 
cut off the land. 


GRAIN MOVEMENT INCREASES 


Statistics compiled by the Bureau of Railway Economics 
show that export movement of domestic wheat in the last twelve 
months has exceeded the movement in any similar period of the 
last six years. It was greater with on exception (1915) than 
any other twelve months’ period since 1911. Freight car loading 
of grain and grain products, domestic as well as export, has also 
increased. Revenue freight car loadings of grain and grain 
products in the first six months of 1920 were 860,101 cars; in the 
first six months of this year grain car loadings were 989,943 
cars, an increase of 15.10 per cent. 





TEXAS CITY TERMINAL STOCK AND BONDS 


The Texas City Terminal Railway Company has been au- 
thorized by the Commission to issue 5,000 shares of common 
capital stock of the par value of $100 per share, and $1,984,300 
of. 20-year sinking fund 6 per cent first mortgage gold bonds. 
The stock and bonds will be used in payment for the purchase 
of the railroad property formerly owned by the Texas City 
Transportation Company. The property consists of approxl 
mately 1,200 acres of land in Texas City, Tex., adjacent to the 
water front of Galveston Bay, together with a terminal or belt 
railroad which connects the Galveston, Houston & Henderson 
Railroad, the Galveston, Harrisburg & San Antonio, and the 
Gulf, Colorado & Santa Fe with the water front. Two large 
piers are also included, with a total working face of 5,765 feet. 


- LOAN TO CAMBRIA & INDIANA 


The Commission has approved a loan of $250,000 to the 
Cambria & Indiana Railroad Company to aid it in meeting ma- 
turing indebtedness. The company asked for a loan of $750,000. 


L. E., F. & C. NOTES 
The Lake Erie, Franklin & Clarion Railroad Company has 
been authorized by the Commission to issue from time to time 
promissory notes for an aggregate face amount outstanding at 
any one time not to exceed $25,000, in renewal of a promissory 
note of like amount. 
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« | | Exporters’ Encyclopaedia 
MORE THAN A BOOK—A SERVICE 


é | pnd for immediate delivery. The only authoritative and complete guide for 
onomics §& exporting manufacturers. Contains accurate detailed information on every 
Nypeng question which can arise in connection with an export order. 

Oo e i 
5) than CONDENSED TABLE OF CONTENTS 
loading ’ Alphabetical Index of Ports, Cities and Countries of the Distances from New York (Table). 
World. Drawbacks on Export Shipments. 
has also Alphabetical List of Steamship Lines and Agents. Foreign Drafts (Arrangement of). 
1d grain Approximate. Values of Foreign Coins. Foreign Postage Rates. 
& F Banks and Bankers In Foreign Trade. Foreign Welghts and Measures (American Equivalents). 
3; in the Bills of Lading (Arrangement of). Mall Time to Foreign Cities. 
989.943 Cable Rates. Marine Insurance. 
Ux ; Commerce, Industries, etc., of each Country. Metric Weights and Measures. 
Commercial Terms (Explanation of). Minimum Bills of Lading (for each shipping route). 
Consignment of Goods. Parcels Post. 
1 Consular Involces (Fac-similes and Instructions). Packing for Export. 
S Consular Regulations (in full for each country). Postal Money Order System (Foreign). 
Consuls (American and Foreign). Protection of Trade Marks Abroad. 
een au- ; Conversion Tables of Forelgn Currencies. Selling American Goods Abroad. 


and ; 
common All the Shipping Routes from New York, Philadefphia, Boston, Baltimore, Savannah, New Orleans and Pacific 
1,984,300 Coast Ports to all parts of the world, arranged under countries which they serve. ‘Each section gives complete 
i bonds 3 detailed Information concerning the regulations and requirements of each iine to be observed by the shipper. 


purchase i “Our Text Book on Export Matters” 
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NEW IDAHO CENTRAL ROAD 


The Trafic World Washington Bureau 


The Idaho Central Railroad Company, in finance docket No. 
12, has been authorized to construct a railroad from Rogerson, 
Twin Falls County, Idaho, to Wells, Elko County, Nevada, a dis- 
tance of 90 miles. The company has an authorized capital stock 
of $5,000,000 and the estimated cost of construction is $3,500,000. 
The Commission acted largely on the joint recommendation of 
the Idaho and Nevada commissions. In its report the federal 
body pointed out that there were to detailed engineering esti- 
mates against which it could check the estimated cost of con- 
struction of $3,500,000. 

The new line will shorten the distance from southern Idaho 
to San Francisco, in comparison with the routes of two other 
railroads serving that territory. 

No definite plans for financing were submitted, the report 
said, nor were the traffic estimates very definite. The Com- 
mission said there was some question about the earning power 
of the road, because of that lack of definite traffic estimates. 
In view of that uncertainty, the Commission said, “we think 
the applicant must be limited in its financing to methods other 
than the issuance of bonds, at least until experience shall have 
demonstrated the earning power of the line.” 

But for the joint recommendation of the two state com- 
missions, the report indicates, the Commission at least would 
have required more definite information than was submitted. 
The Commission said that the intimate knowledge of the region 
and its needs entitled their recommendation to -great weight. 

At Rogerson the new road would connect with the Oregan 


Short Line and at Wells with the Southern and Western Pacific 
raijroads. 


POMERENE BILL OF LADING LAW 


Five of the six members of the committee on commerce, 
trade and commercial law of the American Bar Association, of 
which Francis B. James is chairman, have prepared a report 
recommending a revision of the Pomerene bill of lading law. 
It will be submitted to the association at its annual meeting at 
Cincinnati, the last day of August and the first two days of 
September. Charles R. Brock, the sixth member of the com- 
mittee, is not willing to approve the recommendations pertaining 
to sections 14, 20, 21 and 22 of the Pomerene law, which are the 
important amendments proposed. He did not, however, se 
forth the reasons for his unwillingness. : 


The amendments proposed by the committee are intended to 
remove from the Pomerene law the words which the committee 
thinks are imperfections and which were inserted to meet the 
views of C. W. Adamson, then chairman of. the House committee 
on interstate and foreign commerce. 

Many of the amendments are verbal and a matter of the 
arrangement of the language to make it clear that the law in- 
tends that carriers shall have two forms of bills of lading, one 
for straight bills and the other for order bills, and that one form 
cannot be used for the issuance of a different kind. In the first 
bill of lading report issued by the Commission, about two years 
ago, only one form was prescribed. An order notify bill could be 
issued by writing in the words, “notify” or “order.” To get 
away from that unsatisfactory method of handling the matter 
was one of the chief purposes of those who drafted the Pomerene 
law. Endless disputes had taken place between shippers and 
carriers as to whether a bill was a straight or an order notify 
bill. The disputes could arise simply because no one could tell 
who, or when words had been written into the bill. The use of 
a single form invited forgery. In support of changes in the 
language of section 3 of the Pomerene law, the committee said: 


The Commission has now under consideration the same subject 
and will, in the near future, issue a further supplemental report. 
One of the principal objects of Section 3 (a) is to prevent the Inter- 
state Commerce Commission from falling into the same error of pre- 
scribing but one form of bill of lading and to make it certain that 
that body will be required to prescribe two forms of bills of lading, 
and further not only prescribe a form of ‘order’ bill of lading, but 
te ig that the words “order of’’ be printed in an ‘order’ bill of 
ading. 

: There has also been a disposition on the part of some carriers to 
arbitrarily refuse to issue an ‘‘order’’. bill of lading. It appears to be 
quite clear that a shipper should have an option to say whether he 
desires a “‘straight’’ bill of lading or an ‘order’ bill of lading. This 
right, however, should be limited so as not to require a carrier to 
issue an ‘order’ bill of lading where goods are destined to a non- 
agency station. This is quite important because Section 12 of the 
Pomerene Act requires the surrender of an ‘order’ bill of lading be- 
fore the delivery of the goods and there is no machinery available 
for the surrender of an “‘order’’ bill of lading at a non-agency station. 

It is the almost universal custom and practice in ‘‘ocean carriage’ 
not to issue a straight bill of lading, but to issue an order bill of 
lading. In conformity with this practice the following proviso has 
been added to Section 3: 

“Provided, however, that a carrier shall not he required to issue 
a straight bill of lading covering ocean carriage.’’ 

This proviso was inserted at the suggestion of the ocean carriers. 


If revised as suggested by the committee, section 14 of the 
‘Pomerene law will require the issuance of a new order notify 
bill to réplace one that has been lost or stolen, upon the execu- 
tion of the ‘prdapér ‘indemnifying papers. 
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Amendments to sections 19, 20, 21 and 22 are intended io 
clarify the law with regard to “shipper’s load and count,” and 
to provide distinctly that a shipper may make a private arrange. 
ment with a carrier, whereby the shipper may have a clear bill 
issued to him on the payment, by the shipper, of a reasonable 
charge for the services rendered by the carrier, which reasonable: 
charge shall cover the cost of the service and a reasonable: 
profit. The language on that point, which the committee pro, 
poses shall be added to the section, as as follows: 


And for the services performed by the common carrier under 
this last proviso of which this forms a part the common carrier shal] 
collect from such shipper and such shipper shall pay to such common 
carrier a just and reasonable charge, which charge shall include 
among other things, the full and complete cost of such service and 
a just and reasonable return and a just and reasonable profit and 
such common carrier need not file, publish or post said charge or 
embody same in any tariff or any publication and such charge shall 
be the subject of a private agreement by and between the shipper 


and the common carrier. 

Section 29, the committee recommends, shall be amended to 
make it read that a straight bill may be transferred by the 
holder, by delivery, accompanied by an agreement, express or 
implied, to transfer title to the bill or the goods represented 
threby. Additional language to be put into the section declares 
that a straight bill cannot be negotiated and the endorsement of 
such a bill gives the transferee no additional right. 

The amendments to that section, the committee said, were 
made necessary by the clear misconception of the principles of 
law held by Chairman Adamson, and incorporated by him m the 
Pomerene biil. The amendment simply restores the bill to its 
original form, by sloughing off what Adamson wrote into it. 


COMMISSION ORDERS 


The Southern Wholesale Grocers’ Association has been per- 
mitted to intervene in No. 12965, Merchants’ Exchange of St. 
Louis, Mo., et al., vs. Aberdeen & Rockfish et al. 

The Central Illinois Coal Traffic Bureau has been permitted! 
to intervene in Nos. 12862, Commerce Club of St. Joseph, Mo., vs. 
Alton & Southern et al., and 12898, Illinois Coal Traffic Bureau 
vs. Alton & Southern et al. 

The Lehigh Portland Cement Company has been permitted 
to intervene in Nos. 12701, 12702, 12704 and 12824, the Atlas 
Portland Cement Co. vs. C. B. & Q. et al. 

The order in No. 10827, Swift Lumber Co. vs. Fernwood & 
Gulf et al., has been amended so as to permit defendants to 
establish rates in compliance therewith on not less than 15 
days’ notice. 

The Security Cement and Lime Company has been permitted 
to intervene in No. 12726, Hagerstown Chamber of Commerce 
vs. Western Maryland et al. 

The Lincoln Chamber of Commerce has been permitted to 
intervene in No. 12709, Chamber of Commerce of Grand Island, 
Neb., et al. vs. Aberdeen & Rockfish et al. 

The Commission has reopened for further hearing as to 
rates on sand and gravel in carloads, No. 11829, Nebraska rates, 
fares and charges. 

No. 11894, Indiana rates, fares and charges, has been re- 
opened for further hearing as to rates on water in carloads. 

The effective dates of the orders entered in Nos. 10867, 
Chamber of Commerce of Montgomery, Ala., et al. vs. Director- 
General, A. & W. P. et al., 10890, Dothan Chamber of Com- 
merce et al. vs. Same, and fourth section order 7846, corn sirup, 
or glucose, to Birmingham and Montgomery, Ala., have been 
extended from July 6 to November 28. 

The orders entered in No. 9560, Meridian Traffic Bureau vs. 
Southern Railway et al., have been modified so as not to apply 
to the transportation of coal and coke in carloads. The de 
fendants have received permission to cancel, on or before Au- 
gust 1, on one day’s notice, the tariffs filed in compliance with 
the above-mentioned orders. 

The Central Illinois Coal Traffic Bureau has been permitted 
to intervene in No. 12737, Slogo Coal Corporation vs. Missouri 
Pacific et al., and No. 12727 (Sub-No. 1), Perry County Coal 
Corporation vs. B. & O. et al. 

The Consolidated Coal Company of St. Louis has been per- 
mitted to intervene in No. 12764, the Procter & Gamble Mfg. 
Co. vs. Director-General. 

The Luckenbach Steamship Co. and the United American 
Lines have been permitted to intervene in fourth section appli- 
cations Nos. 345, 349, 11996, 12017, 12018 and 12029. 


CHANGE IN DOCKET 


Finance docket 1165, application of the N. Y. C. for a cel- 
tificate of public convenience and necessity, was set for hearing 
in Washington, D. C., August 4. 


M. & ST. L. BONDS 


Authority has been granted by the Commission to the Minne 
apolis & St. Louis to pledge and repledge from time to time all 
or any part of $714,000 of refunding and extension mortgage 5 per 
cent gold bonds as collateral security for notes which the cal- 
rier may issue. 
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ATTENTION—SHIP OPERATORS 


The secret of terminal success lies not only in the 
economical handling of freight but in the speed with 
which the ships themselves receive service. 


In loading direct from cars with ships tackle, the 
three shipside tracks on Port of Tacoma Pier One, con- 
nected through numerous crossovers, augmented by and 
coordinated with adequate storage trackage, insure a des- 
patch that the steamship operators immediately appreciate. 


You will profit by an investigation of our facilities. 


PORT OF TACOMA 


National Bank of Tacoma Bldg. 
Tacoma, Washington 


DIRECT FREIGHT AND PASSENGER SERVICE TO 


HAWAIIAN ISLANDS 


FROM 


PORT OF ASTORIA 


ASTORIA, OREGON 
BY 


Alaska Steamship Company—sS. S. “CORDOVA” 
Sailing August 30, and Every Thirty Days Thereafter 
~ CALLING AT 
HONOLULU AND HILO 


Transcontinental Rail Connections and Freight Rates 













































































For Routing Instructions or Passenger Reservations apply to the following, or any agent of the lines mentioned: 























R. K. PRETTY, E. H. MOOT, G.A., R. B. ROBERTSON J. H. BRINKERHOFF, 
Asst. Gen. Freight Agent Passenger Department Asst. Freight Traffic Mgr. General Agent 
Great Northern Railway Great Northern Railway Union Pacific System Northern Pacific Railway 
226 West Adams Street 226 West Adams Street 1421 Garland Building 226 West Adams Street 
Chicago, Illinois Chicago, Illinois Chicago, Illinois Chicago, Illinois 











R. D. PINNEO, General Traffic Manager, PORT OF ASTORIA, ASTORIA, OREGON 
J. H. BUNCH, G. F. & P. A., Alaska Steamship Co., Pier No. 2, SEATTLE, WASH. 
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| Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
| of interstate tr ation of freight. A traffic man of long experience 

and wide knowledge will answer questions relating to practical traffic 
oblems. We do not desire to take the place of the traffic man but to 
elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers Department, 

Corporation, 


¢. 


Traffic Service Colorado Building, Washington, D. C. ‘ 





Demurrage—Resulting from Consignee’s Delay in Accepting Dam- 
aged Shipment 


Minnesota.—Question: A shipment of bran was made from 
a point in Iowa to a point in Pennsylvania. This shipment, 
while in transit, was badly damaged and therefore refused by 
consignee upon its arrival at destination. After some exchange 
of correspondence, consignee has finally agreed to accept this 
damaged shipment from the carriers at a discount which was 
allowed and which was in turn recovered from the carriers 
through claim channels. 

A large amount of demurrage accrued at destination while 
the damaged shipment of bran was under correspondence with 
a view of making the best possible disposition of it. A claim 
for the amount of demurrage was filed with the carriers and 
they declined it on the authority of an Interstate Commerce Com- 
mission ruling, in which ruling it was held that carriers cannot 
be held responsible for detention to cars which occurs awaiting 
consignee’s decision as to whether or not he will accept dam- 
aged shipment and inasmuch as the final disposition of the 
damaged shipment determines the rule under which the dam- 
aged shipment was held on demurrage. 

The best possible disposition of the damaged shipment was 
obtained and it seems that if the damage claim was justified 
the demurrage claim should too be justified. The demurrage 
accrued only due to the fact that the shipment arrived at its 
destination in a damaged condition. 

We would appreciate your opinion as to whether or not we 
are legally entitled to refund of the amount of the demurrage 
claim. If we are not entitued to refund of the amount of the 
demurrage, please quote authority, most recent ruling of the 
Interstate Commerce Commission or of the courts. 

Answer: The law places upon the consignee of goods dam- 
aged in transit the burden of receiving them if they are not 
wholly worthless. The duty of the consignee in such cases is 
to use ordinary and reasonable care to minimize the damage. 
The carriers’ action in the instant case is based on I. C. C. 
Conference Ruling 451, which reads: “The uncertainty of a 
consignee as to whether or not he will accept a damaged ship- 
ment does not justify the carrier in waiving the ‘demurrage 
charges accruing on the shipment pending his decision.” See 
also Buchanan Coal Co. ys. C. R. I. & P. Ry., Unrep. Op. 1857 
and 2018. 

Shortage—Carrier Liable Upon Proof of 


Ohio.—Question: Some time ago we made a shipment of 
miscellaneous groceries to a drayman at Pittsburgh, for distrbu- 
tion by the latter to a number of our customers. On delivery 
the following notation was made on freight bill, “3 cases beans 
short, 1 case peas over.” The party who got the peas check- 
ing over claims they did not belong to our shipment, but were 
part of a shortage which he sustained on shipment from another 
firm a month or so before. When our claim was presented to 
the railroad company, they forced us to accept payment on the 
basis of two cases beans short, claiming that in reality there 
were but “two cases beans short” instead of “three cases beans 
short, and one case peas over,” as indicated by notation on 
freight bill. 


Kindly advise whether carrier is justified in this method of 
adjusting the claim. 

Answer: If there was an actual shortage of three cases 
of beans you are entitled to recover damages for the value of 
three cases instead of the value of two cases. 

The matter resolves instelf into one of proof, the notation, 
if placed on the freight bill at time of delivery with the knowl- 
edge of the carrier’s agent, being prima facie evidence of the 
shortage. 

Rates Made on Established Combination Basis Over Designated 
Basing Point Must Be Applied, Even Though Higher than 
Some Combination Over a Basing Point Not Specifically Des- 
ignated for Combination Purposes 


Maryland.—Question: Note one, page 4, Agent Glenn’s Flor- 
ida Basis Book, I. C. C. A-289, reads as follows: “In the absence 
of specific rates, through interstate rates between interior Flor- 
ida points shown herein and all points in the United States and 
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Canada will be made by adding to the basing rates herein shown 
to and from Jacksonville (or Florida Transfer), Fla., Lake City, 
Fla. (see pages 166 to 168, inclusive); Live Oak, Fla. (see pages 
166 to 168, inclusive); or Tampa, Fla. (see pages 169 to 174, in- 
clusive), the published interstate rates lawfully on file with the 
Interstate Commerce Commission up to or beyond Jacksonville 
(or Florida Transfer), Fla.; Lake City, Fla. (see pages 166 to 
168, inclusive); Live Oak, Fla. (see pages 166 and 168, inclusive); 
or Tampa, Fla. (see pages 169 to 174, inclusive), and the result- 
ing totals are equivalent to through rates from the original 
shipping points to the final destination via the routes specified 
in note 20, page 8.” 

It has been contended by some of the southern lines that 
the above mentioned item precludes the application of any other 
combination from and to the points shown in I. C. C. A-289, even 
though such other combination may make a lower aggregate 
charge than the Jacksonville combination. 

I have in mind a specific case of unmanufactured tobacco 
moving from Ybor City, Fla., destined to Wheeling, W. Va., on 
the Baltimore & Ohio Railroad, where the rate from Ybor City 
to Richmond, Va., plus rate from Richmond to Wheeling pro- 
duces lower aggregate charge than the Jacksonville combination. 

Is it your interpretation of this tariff that it lays down the 
only lawful basis of rates to and from points in Florida that it 
covers? If your interpretation is in the affirmative, what do 
you think of the legality of such provision in view of the various 
conference rulings of the Commission and paragraph 5-C of 
Tariff Circular 18-A, where it is specified in the absence of 
through joint rates lowest available combination should be pro- 
tected? 

Answer: Florida Basing Book, Glenn’s I. C. C. A-289, pro- 
vides a basis for constructing “through” combination rates from 
interior Florida points by adding to the basing rates published 
in that tariff the rates of other lines applying to and from Jack- 
sonville, Live Oak or Lake City, Fla., and specifically restricts 
such combination rates to apply only via the Jacksonville gate- 
way, except when, for carrier’s convenience, shipments are sent 
by various other routes provided in Note 20, the combination 
rates thus made will be applied even though shipments do not 
move through Jacksonville. According to rule 5-C, Tariff Cir- 
cular 18-A, therefore, it is necessary to use the Jacksonville or 
other Florida points combination above specified, because these 
combinations are the equivalent,of joint through rates. A ship- 
per, however, always has the option of forwarding his shipments 
over a lower combination route which might be available and 
avoid paying the through rates. Tobacco may be forwarded on 
through rates from Ybor City, Fla., to Richmond, Va., without 
moving via Jacksonville, whether moving from origin via the 
S. A. L. Ry. or the A. C. L., on joint through commodity rates 
published in Agent Glenn’s I. C. C. A-289. 

It is our view that a shipment billed direct from Ybor City 
to Wheeling, W. Va., and so routed as to keep from moving 
through Jacksonville, would be entitled to application of the 
Richmond, Va., combination in the absence of through rate via 
route of movement, or a still lower combination over some other 
intermediate point. Further, if such shipment were tendered 
the A. C. L. or S. A. L. unrouted, the originating line would 
be obliged to forward shipment via the cheapest available route. 

The above interpretation, however, does not necessarily ob- 
tain if the tabocco shipment from Ybor City were originally 
billed to Richmond and later reconsigned (prior to arrival at 
destination) to Wheeling, for the reason that the through rate 
from origin to Richmond may apply via either Jacksonville or 
Live Oak gateways, and the carrier would have the option of 
forwarding to Richmond via either gateway, and the Florida 
Basing Book rates would obtain. 

If the Richmond, Va., combination applied to a shipment 
moving through Jacksonville is lower than the combination on 
the latter point, it is in contravention of the “aggregate-of-inter- 
mediates” clause, fourth section, interstate commerce act, and 
should be corrected. 

Damages—Proof of 


lowa.—Question: We recently shipped an iron bathtub 
which, upon arrival at destination, was damaged, the tub being 
inspected by the agent at destination at consignee’s store and 
acknowledgment of the damage made at the time. Upon placing 
claim with the carriers they have intimated that they are only 
willing to settle the claim on a mileage prorate, based on the 
mileage from the original point of origin. 

The facts are that this tub was shipped from a point in 
the East and delivered to consignee here in apparent good order. 
It was not unpacked, but later shipped out to our customer and 
the damage located when unpacked at that point. Inasmuch 
as we hold clear bill of lading and also have agent’s acknowl- 
edgment of the damage, can we not hold carriers liable for the 
full amount of the claim? 

Answer: While it is true that you have evidence of the 
damaged condition of the goods when received at final destina- 
tion and also hold a bill of lading which recited that the goods 
were received in good condition by the outbound carrier from 
your city, this, in and of itself, is not conclusive proof that the 
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Oriental Export and Import Business 


Are you interested i , ; 
ee Grint? in the development of export and import traffic to and from 


If so it will pay you to invest 
ihe iano no Me yet the service ea by the Port of Galveston 


Favorable freight rates to , 
competition. £ the territory shown above are a big factor in successful 


Galveston Offers You Superior Service 


Fro i 

‘ m four to eight steamers load here monthly for Japanese and other Asiatic ports. 
Steamer loads out of Calcutta, India, direct for Galveston during September. 
uperior service to the West Indies, Mexico and European Ports. 


For rates, sailing dates, and other information— 


Address, TRAFFIC DEPARTMENT, 


GALVESTON COMMERCIAL ASSOCIATION 


Galveston, Texas 
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damage was caused by the negligence of the outbound carrier. 
This for the reason that the recital in the bill of lading as to 
the,condition of the goods is not conclusive, although the effect 
thereof is to place the burden on the carrier to show to the 
contrary. 

However, an admission upon the part of the shipper that 
he had no knowledge of the condition of the goods at the time 
of the delivery to the carrier would, of course, tend to rebut 
the presumption of the recital in the bill of lading that the goods 
were received in good condition, as the plaintiff has, in general, 
the burden of proving the essential elements of his cause of 
action by a preponderance of evidence, namely, that the goods 
were delivered to the carrier in good condition and that they 
were received at destination in a damaged condition. 

Delay—Measure of Damages 

Texas.—Question: On April 29, 1920, we made shipment con- 
signed to our order notifying a party in New York City, giving 
the street address on the bill of lading, and gave open routing 
on the shipment. On May 1 we started tracer requesting the 
railroad to have the shipment delivered at the earliest time 
possible and advise us when it reached its destination. 4 

On June 7 we sent another tracer describing the shipment 
and asking for some information concerning its whereabouts, and 
again on June 29 we repeated our request for some information 
concerning it and advised the railroad that unless found and 
delivered at destination within a short time shipment would 
be refused and we would not be in a position to accept return 
of it, and at the same time advised them that the amount in- 
volved would be in the neighborhood of $7,000. We did not get 
any reply from any of these letters other than the initial carrier 
had delivered to the next line at New Orleans within twenty 
days after receipt of the goods at El Paso. We then wrote the 
connecting carrier at New Orleans, giving complete description 
of the shipment, and showing delivery to them and asked them 
to send a tracer for it and advise us the result. No attention 
to this letter. 

As we could get no information concerning the whereabouts 
of this shipment, on August 30 we filed claim for loss of the 
entire shipment, attaching the original bill of lading and all 
necessary papers. As late as December 16, 1920, the Illinois 
Central was unable to show delivery to the N. Y. C. and so ad- 
vised the freight claim agent of the Sunset Central Lines. How- 
ever, the shipment did arrive in New York over the N. Y. C. on 
June 7 and was expensed to notify the wrong party and no street 
address given as shown on the bill of lading. Consequently, the 
consignee did not receive a notice of this shipment being on 
hand. 

On July 1 the shipment was placed in storage and in looking 
the cases over they found the street address given on these cases 
and notified the correct consignee at the correct address. 


It had then been out more than two months and the con- 
signee did not take delivery of it. No notice was ever given us 
that the shipment had been located or had been refused, and 
we were at all times in the dark as to where it was and making 
every effort to find it. On March 16, 1921, the freight claim 
agent of the Sunset Lines advised us that the shipment was on 
hand in storage at New York and asked us to take delivery. 
However, the market on these goods has declined considerably 
since April, 1920, and we, of course, did not take delivery of 
this at the invoice price. We advised them that we would take 
the goods on the market value of the goods today. Please ad- 
vise your opinion as to what recourse we would have against 
the railroad through suit. 

Answer: While a carrier is not an insurer against delay in 
the transportation of goods, it is liable for an unreasonable de- 
lay in their transportation not resulting from some cause for 
which the carrier is not responsible, such as extraordinary 
weather conditions, strikes and mobs. But delay on the part 
of the carrier, however unreasonable, does not give the owner 
of the goods the right to refuse to accept such goods. There- 
fore, in the instant case, the carrier is liable only for the dif- 
ference in the market value of the goods at the time they should 
have arrived and the time delivery was tendered by the carrier 
at destination. See Glasscock vs. Chicago, ete., R. Co., 69 Mo. 
589, and Ayres vs. Chicago, ete., R. Co., 37 N. W. 132, and 43 
N. W. 1122. 

Delay—Shipper’s Error in Marking Freight 

New York.—Question: Kindly refer to your decision in The 
Traffic World, page 32, of July 2 issue. 

You state that the liability would be with the shipper be- 
cause of his error in marking the freight. We have noted sev- 
eral decisions in your replies to other writers regarding bill of 
lading being contract and must be complied with rather than 
marking on cases. We have located the following cases: 


Moore vs. Henry, 18 Mo. App. 35: In case of a shipment 
of goods, the route and point of delivery called for by bill of 
lading must control, though differing from the marks on box 
of goods shipped, and must be taken to be the contract between 
the parties and shipper. While this case was decided in 1885, 
we feel that same covers the point. 
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We quote below another case decided in New York Supreme 
Court in 1915: Davis vs. Wells Fargo & Co., 149 N. Y. S. 984. 
Delivery of express shipment at consignee’s correct place of 
business to the person in charge held not misdelivery, though 
a different address was marked on the package. We also in- 
clude Merchants Despatch & Transportation Co. vs. Moore, 88 
Ill. 186, 30 Am. Rep. 541. 

While our claim was for delay, this delay caused consid- 
erable loss in the value of material, the two bales in question 
being held by the wrong consignee for several months before 
the railroad was able to locate them. We think that the carrier 
should be liable, inasmuch as the bill of lading is a contract to 
transport and deliver according to the terms stated therein, 
This point has been upheld in all the cases stated above; also 
numerous other cases on different points of carriers’ liability. 

Answer: While we have not read the case of Moore ys, 
Henry, 18 Mo. App. 35, the abstract therefrom given in your 
letter seems to sustain your point, but the other cases referred 
to are not pertinent. 

In the case of Capple vs. Weir, 92 N. Y. S. 365, which is 
the only case which we are able to locate which bears in any 
way upon this question, the court said: 

“While no case directly in point has been called to our 
attention, there are numerous decisions that the recital in a 
receipt of the address borne by a package shipped is only a 
mark of identification or description, and does not impart a 
contract to carry, beyond the defendant’s route, to the place 
named. Wright vs. Braughton, 22 Barb 562; Van Santford vs. 
St. John, 6 Hill, 157; Babcock vs. Lake Shore R. Co., 49 N. Y. 
491. 


The justness of the view that evidence is admissible of 
the actual address on the box becomes more apparent if the 
situation is considered as reversed. If the address on the pack- 
age had been correctly printed by the shipper, and a mistake 
made in the receipt by the carrier, it would be manifestly unjust 
to allow the carrier to escape liability for non-delivery by show- 
ing that the consignee could not be found at the address ap- 
pearing in the receipt, and by objecting to any evidence to show 
that the address on the package was correct, the receipt not- 
withstanding. Our conclusion on this point is that, however 
cogent as evidence the receipt may be as to the actual address 
which the box bore, it was nevertheless not conclusive, and other 
evidence. should have been admitted.” 

In view of the seemingly conflicting views of the courts on 
this subject, it is not possible to say what the decision would 
be in the instant case, but it is our opinion, as stated in our 
answer on page 32 of the July 2 issue, that the carrier would 
not be liable for the delay resulting from the shippers’ error 
in marking the package. It should be noted that the Interstate 
Commerce Commission holds that the marks or destination on 
the package control where there is a conflict between the des- 
tination in the bill of lading or receipt and not the marks or 
destination shown on the package. See Parlin-Orendorff Plow 
Co. vs. U. S. Express Co., 26 I. C. C. 561, and Conference Ruling 
433. 

Shipper’s Load and Count 


Michigan.—Question: We recently had a shipment of paper 
labels from St. Louis, Mo., and upon their arrival at this place 
found that three of the boxes were broken open and the con- 
tents strewn more or less on the floor of the car. We filed 
claim against the carrier for the value of the labels which were 
lost and otherwise made unfit for use and we quote from a letier 
received from the claim department as follows: 

-“We have now made a very complete investigation of this 
claim and find this car was loaded by shippers and accepted 
shipper’s load and count, the condition of the boxes in car not 
being inspected by any representative of the carriers. We have 
traced this car through from the shipping point to destination 
and find same was not in any accident, neither was it stopped 
while in transit. 

According to the original bill of lading attached to claim, the 
labels were billed as 40 cases weighing 2,185 pounds, or an 
average of over 550 pounds each, and we, therefore, can only 
account for this damage as being due to the excessive weight 
of these packages, which unfortunately would not hold up during 
transportation without being reinforced with band iron. In the 
absence of any evidence of railroad liability, we trust that this 
claim will be withdrawn.” 

Please advise the carrier’s liability in a case of this kind. 

Answer: Section 21 of the bill of lading act provides: “The 
carrier may also, by inserting in the bill of lading the words 
‘Shipper’s weight, load, and count’ or other words of like pul 
port, indicate that the goods were loaded by the shipper and 
the description of them made by him; and if such statement be 
true the carrier shall not be liable for damages caused by the 
improper loading or by the non-receipt or by the misdescription 
of the goods described in the bill of lading.” 

In a recent case, namely, M. C. Johnson Motor Company 
vs. Payne, Director-General of Railroads, 107 S. E. 252, the court 
held that the rule as to shipper’s load is the same as shippers 
count, and where carload lots are taken on “shipper’s load and 
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count” there is the assumption, but it is only prima facie and 
not conclusive, that goods loaded by shipper in interstate com- 
merce were as described and were properly loaded, this pre- 
sumption being one which carrier may overcome by evidence of 
improper loading on the part of the shipper. 


ILLINOIS CENTRAL BONDS 


The Commission has authorized the Illinois Central, in 
finance docket No. 1517, to issue and sell at not less than 93.75 
and accrued interest, $8,000,000 of 15 year 6.5 per cent secured 
gold bonds and to pledge as collateral security for the proposed 
bonds, $8,225,000 of Illinois Central refunding mortgage 4 per 
cent gold bonds and $3,820,000 of Illinois Central and Chicago, 
St. Louis & New Orleans joint first refunding mortgage 5 per 
cent bonds, series ‘‘A.” 

Arrangements have been made with Kuhn, Loeb & Co. for 
the sale of the proposed secured gold bonds at 93.75 and accrued 
interest, which should net the Illinois Central $7,500,000. No 
commission is to be paid by the applicant and the cost to it will 
be approximately 7.2 per cent per annum on the proceeds of the 
entire issue. The Commission made it a condition that the cost 
should not be more than 7.5 per cent including in such cost, 
interest, discount, attorney fees and all other expenses connected 
therewith. It is further ordered that the company report, with- 
in ten days after arrangements have been made, all the perti- 
nent facts relating to the issue and sale of geld bonds, and to 
the pledge and release from pledge of the refunding mortgage 
and joint first refunding mortgage bonds. 

The Commission has authorized the Illinois Central and the 
Chicago, St. Louis & New Orleans, in finance docket No. 1518, to 
issue by pledging and repledging $136,700 of their joint refund- 
ing mortgage 5 per cent bonds, series “A,” now held unincum- 
bered in the Illinois Central’s treasury. 


S. A. & A. P. NOTES 


The San Antonio & Aransas Pass Railway Company has ap- 
plied to the Commission for authority to issue $39,587 of equip- 


ment trust notes in connection with the purchase of 31 gondola 
cars. 


SPRINGFIELD TERMINAL STOCK 


The Springfield Terminal Railway Company has been author- 
ized by the Commission to issue $62,500 of capital stock at par 


for cash, the proceeds to be applied on indebtedness incurred for 
construction work. 


ALASKA ANTHRACITE BONDS 


In a supplemental order in Finance Docket No. 1404, in which 
the Alaska Anthracite Railroad Company was recently authorized 
to issue $1,500,000 of first mortgage bonds, the Commission has 
substituted the National Park Bank of New York for the Bank- 
ers’ Trust Company as trustee under the mortgage. The com- 
pany had proposed to execute a mortgage with the Bankers’ 
Trust Company as trustee, but changed its plans and named the 
National Park Bank as trustee. 
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DOCKET OF THE COMMISSION 


Note, Items in the Docket marked with an asterisk (*) are new 
having been added since the last issue of The Traffic World. Cance. 
lations and postponements announced too late to show the change jp 
this Docket will be noted elsewhere. 


August 8—Salt Lake City, Utah—Commissioner Aitchison and/or hx. 
aminer Beach: 

Portions of fourth section applications 345, 349 and 11996, R, 4 

Countiss; 12012, U. P. R. R.; 12017, G. N. Ry., and 12018, N. P, ry 


August 10—Washington, D. C.—Examiner Clarke: 
* Finance Docket 1375—Application of the N. Y. C. for approval of , 
certain lease. 
August 10—Los Angeles, Calif.—Commissioner Aitchison and/or Exan. 
iner Beach: 
Portions of fourth section applications 345, 349 and 11996, R. 4, 
Countiss; 12012, U. P. R. R.; 12017, G. N. Ry., and 12018, N. P, Ry, 


August 10—Salt Lake City, Utah—Public Utilities Commission of Utah: 
Finance Docket 36—Application of the Utah Terminal Ry. Co. for y 
certificate of public convenience and necessity. 


August 12—San Francisco, Calif.—Commissioner Aitchison and/or Ex- 
aminer Beach: 

Portions of fourth section applications 345, 349 and 11996, R, 4. 

Countiss; 12012, U. P. R. R.; 12017, G. N. Ry., and 12018, N. P. Ry, 


Aug. 15—Washington, D. C.—Commissioner Lewis: 
12929—Interstate rates on grain, grain products and hay, C. L., he- 
tween points in western and Mountain-Pacific groups. 


August oes, Ore.—Commissioner Aitchison and/or Examiner 
Beach: 

Portions of fourth section applications 345, 349 and 11996, R. 
Countiss; 12012, U. P. R.'R.; 12017, G. N. Ry., and 12018, N. P. Ry. 

August ee Wash.—Commissioner Aitchison and Examiner 
Beach: 

Fourth section applications 345, 349, 11996, R. H. Countiss; 12019, 
Union Pacific; 12017, Great Northern; 12018, Northern Pacific. 
August ee Mont.—Commissioner Aitchison and [Examine 

Beach: 
Fourth section applications 345, 349, 11996, R. H. Countiss; 12012, 
Union Pacific; 12017, Great Northern; 12018, Northern Pacific. 

August 24—Atlanta, Ga.—Railroad Commission of Georgia: 

Finance Docket 1451—Application of Hawkinsville & Florida Sou. 
Ry. Co. 

September 1—Washington, D. C.—Director Colston: ; 

* Finance Docket 1535—In the matter of the application of the pro- 
visions of Section 209 of the Transportation Act, 1920, to the car- 
riers by railroad under common ownership or control. 

September 1—Chicago, Ill._—Examiner Wilson: 

* |. and S. 1371—Sand and gravel from Michigan City, Ind., to Johns- 
town-Connellsville territory. 

Sept. 1—Norfolk, Va.—Examiner Wilson: 

1277i1—Farmers Mfg. Co. et al. vs. Director General and S. A. L 

Sept. 1—New York, N. Y.—Examiner Quirk: 

12773—Union Sulphur Co. vs. Ahnapee & Western et al. 
September 2—Salt Lake City, Utah—Examiner Keene: 

12821—Utah Fuel Co. vs. Director General. 
Sept. 2—Beaver Dam, Wis.—Examiner Carter: 

12787—Central Wisconsin Supply Co. vs. C. C. C. & St. L. et al. 
Sept. 3—Charlotte, N. C.—Examiner Wilson: 

= City Iron & Steel Co. vs. S. A. L., Director General 

et al. 

September 6—Boston, Mass.—Examiner Gerry: 

* 1, and S. 1369—Woolen yarn from Skowhegan, Me., to Boston, Mass. 
and other points. 

September 6—Wrashington, D. C.—Examiner Fuller: 


* 1. and S. 1365—Routing on coal from Western Maryland Ry. mines 
to eastern destinations. 
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NEW YORK 
PHILADELPHIA 
BALTIMORE 
SAVANNAH 
and MOBILE 





DIRECT TO 


LOS ANGELES (San Pedro District) 
SAN FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR SAILINGS 
FORTNIGHTLY 


A-1 FAST STEEL STEAMERS 


OFFERING 
RELIABLE 


UNEXCELLED 
FACILITIES 
and SERVICE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


Philadelphia New York 
139 South Third St. 42 Broadway 


Pittsburgh Mobile, Ala. 
1537 Oliver Building S. W. Cor. St. Francis & Water Sts. 


Savannah, Ga. Oakland, Cal. 
Savannah Bank and Trust Bldg. Parr Terminal 


Los Angeles, Cal. Portland, Ore. 
427 ven ape Bldg. 704 Title & Trust Bldg. 


1103 L. C. Smith Bldg., Seattle, Wash. 
Room 495, Ellicott Sq. Bidg., Buffalo, N. Y. 
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> ; . “ . 
VANCOUVER 


_Depen 
‘Trans-Pacific Freight Service 


REGULAR SERVICE speraten iecdStates Shipsine Boara. FREQUENT SAILINGS 
. From SEATTLE To 
Yokohama, Kobe, Shanghai, Hong Kong, Manila, Singapore, 
Dairen, and *Vladivostock 


*Vessels will make direct call if offerings justify. 
SAILINGS FROM SEATTLE 
**SS HAWKEYE STATE, August 27 **SS SILVER STATE, September 17 
Frequent SS ELDRIDGE, September 2 SS CROSS KEYS, September 27 
Coastwise SS WHEATLAND MONTANA, September 15 **SS KEYSTONE STATE, October 8 


**Combination freight and passenger (Length 535 feet; 21,000 tons displacement; speed 174 knots). 


Sailings From PORTLAND To 
BETWEEN Yokohama, Kobe, Shanghai, Hong Kong, Manila and Dairen 


Seattle, Tacoma, Direct connections at Hong Kong with Feeder service to Saigon, Singapore, Samarang, Soerabaia, and way ports. 
Victoria, Vancouver, SAILINGS FROM PORTLAND 
Portland, San Francisco, SS COAXET, September6 SS MONTAGUE, October 2 SS ABERCOS, October 28 
San Diego Los Angeles For Seiting Dates, Rates, Detailed Information Apply to 
pee dall P 142 South Clark Street, Chicago 17 State Street, New York 


: M. J. WRIGHT, Freight Traffic Manager, Seattle 
Alaska Points. L. L. BATES, Foreign Freight Agent, Seattle 
All Cities Pacific Coast and Orient 


AMERICAN OWNED AND OPERATED 


The ADMIRAL LINE 


IX RACA-8 45-1 
PACIFIC STEAMSHIP COM PANY 
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Customs House Brokers 
FOR 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Hauling lots of Freight 


























but doing it well 


KANSAS, OKLAHOMA 
& GULF RAILWAY 


aa] ae wns 


—KANSAS/IN ss 
| as 
She 5 
. “ar . * 
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Originators of package car service to 
Mexico City. 









A busy Railroad in these times 
indicates it has something 
unusual to offer. Fast, de- 
pendable, (and the most im- 
portant) personal service is 
keeping us busy. 





Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 









Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 






We are the connecting link between 
American railways.and the Mexican rail- 
ways. 


Miami, Muskogee, Tulsa, Oklahoma 
City, Henryetta, Okmulgee, Durant, 
Oklahoma; Texas, Texas Gulf Ports, 
California, (via Denison and El 
Paso, Tex.), Mexico (via Laredo, 
Eagle Pass, or El Paso). We have 
the equipment and facilities to 
render high class service. 


NES Kee/ 
RE eH Bl 
















Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 
























Assume all pilferage risk of packages 
in our package cars south of the border. 





Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 
















These representatives will be glad to furnish in- 
formation concerning rates, routes, tracing, etc.: 


Mr. H. T. Winn, General Agent, Kansas City, Mo., 
330 Railway Exchange Bldg. Phone Home Harrison 6828. 


Mr. H. D. Fry, General Agent, Dallas, Texas, 
1011 Dallas County State Bank Bldg. Phone X 3950. 


Mr. F. A. Layman, General Agent, 
729 Wabash Bldg., Pittsburgh, Pa. Phone Court 4601-2. 


Mr. D. R. Peck, General Agent, 
208 S. La Salle St., Chicago, Ill. Phone Harrison 1801. 
E. J. OCONNOR 
General Freight Agent 
MUSKOGEE, OKLA. 















Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 
















HAL L. BRENNAN S. E. LEONARD 
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|LUCKENBACH LI LINES 


Express Freight Services 
U. S. Mail Steamers 









Twin Screw American Steamers 





HAMBURG 
NEW YORK | TO {ROTTERDAM 
PHILADELPHIA AMSTERDAM 


















| ‘SAN PEDRO 
NEW YORK | TO J SAN FRANCISCO 
PHILADELPHIA | | SEATTLE 

J [PORTLAND 

SAN PEDRO 
MOBILE | go | SAN FRANCISCO 
NEW ORLEANS) SEATTLE 

J PORTLAND 


Through Bills of Lading issued to and from Hawaiian Islands and North Pacific Ports 


GENERAL OFFICES: 





44 Whitehall Street, New York 


Marquette Bldg. Lafayette Bldg. Central Bldg. Merchants Exchange 
Chicago Philadelphia Los Angeles San Francisco 
Pierce Building Mobile Liners, Inc., Agents A. Le Blanc, Agent Metropolitan Life Bldg. 

St. Louis Mobile, Ala. New Orleans, La. Minneapolis 








TRANS: CONTINENTAL! 





a ele «LUC COINS 


iy CONTIN Consolidated Carload Freight Forwarding Service is built on 
twenty-two years of study and experience, and covers the 
Atlantic, the Pacific, the Continent of North America—in 
fact, the World. But the big fact to grasp is that it covers 
all those points which assure safety of goods, prompt shipment 
and decided saving of time, trouble and expense. 





Export and Domestic Freight Forwarders. 


Corcditecnn ot Medios, Our Specialties—Household Goods, Automobiles, Machin- 
Household Goods, Automobiles, Pianos, ery, Toys and Pianos, consolidated in carload shipments and 
and Everything for Export Anywhere. shipped in through cars at reduced rates, and General Commod- 


ities for Export to any part of the World. 


The Service which is Different. ‘‘How different ?”’ 
Let us figure on your next shipment and you will understand. 


TRANS - CONTINENTAL FREIGHT COMPANY 


General Offices: 203 Dearborn St., Chicago 
Eastern Office: Woolworth Bldg., New York 





Old South Building, Boston Hippodrome Building, Cleveland 
Ellicott Square, Buffalo Monadnock Building, San Francisco 
Drexel Building, Philadelphia Van Nuys Building, Los Angeles 
Union Trust Building, Cincinnati Alaska Building, Seattle 


13th and Kearney Sts., Portland, Oregon 


’Phone or Write the Nearest Office 


ae ae a a al 


